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Train Accidents in May. 
The following accidents to trains are included in our record 
for the month of May : 
COLLISIONS. 
REAR. 
ist, night, freight on Baltimore & Ohio broke in two near 
Tiffin, O., and rear section ran into forward one, damaging 
several cars. 
2d, night, freight on Union Pacific ran into preceding 
freight near Gilmore, Neb., wrecking several cars. 
3d, p. m., freight on Chicago, Milwaukee & St. Paul ran 
into preceding freight near Forreston, Ill., wrecking engine 
= ears; killing 1 trainman and injuring 3 others 
vadly. 
4th, a. m., repair train on Louisville & Nashville ran into 
rear of a freight train near Birkner, Ill., damaging several 
cars. 
13th, p. m., pay train on Baltimore & Ohio ran into the 
rear of a repair train near Savage, Md., wrecking several 
cars. - 
14th, evening, passenger train on New York, Lake Erie & 
Western ran into rear of a freight which had stop at Go- 
shen, N. Y., damaging engine and several cars. The freight 
had sent back a flagman to protect itself, but he hearing the 
usual signal calling him in, as he supposed, started for the 
caboose, leaving the train unprotected. It appears that the 
call was given by the engine of another train, which the sig- 
nalman mistook for that of his own train. 
17th, night, passenger train on Mobile & Ohio ran into rear 
of a freight near Chunchula, Miss., wrecking engine and 
several cars. 
18th, a. m., freight on Chesapeake & Ohio broke in two 
near Lewis Tunnel, W. Va., and rear section ran into for- 
ward one, wrecking several cars and injuring a brakeman. 
20th, night, freight on New York, Lake Erie & Western 
ran into rear of preceding freight which had stopped at 
Waverly, N. Y., wrecking several] cars. 
20th, night, freight on New York, Lake Erie & Western 
ran into preceding freight near Buffalo, N. Y., damaging 
several cars. 
22d, very early, passenger train on Pennsylvania Railroad 
ran over a misplaced switch into a freight standing on the 
siding at Marysville, Pa. Engine and several cars were dam- 
aged and 2 trainmen were hurt. 
23d, p. m., engine of freight on Chicago & Northwestern 
started out suddenly with no one on Ceara, having been 
left standing in the yard at Winona, Minn., and shortly 
afterward ran into another train, wrecking several cars. 
234d, night, freight on Cleveland & Pittsburgh broke in 
two near Rootstown, O., and rear section ran into forward 
one, wrecking several cars. Three tank cars of oil were on 
the train and the oil caught fire. Several cars and the track 
for a considerable distance were entirely destroyed. 
25th, p. m., freight on Syracuse, Geneva & Corning broke 
in two near Corning, N. Y., and rear section ran into for- 
ward one, wrecking several cars. 
26th, p. m., —_ t on Southern Central ran into preced- 
ing freight which had been stopped by a signal near Free- 
ville, N. Y., wrecking several cars. 
26th, night, freight on New York, Lake Erie & Western 
ran into preceding freight near Salamanaca, N. Y., wieck- 
ing the caboose. 
27th, p. m., passenger train on Old Colony Railroad ran 
into another passenger train at Somerset Junction, Mass., 
damaging both engines and several cars. The signal was set 
to stop the second train, but the engineer failed to observe it 
or to stop until too late. The engineer had been on the road 
for many years, and was considered one of the most trust- 
worthy men in its employ. 
28th, a. m., freight on New York Central & Hudson River 
ran into preceding freight near Rochester, N. Y., damaging 
several cars. 
29th, a.m, freight on Pittsburgh, Fort Wayne & Chicago 
broke in two near Fort Wayne, Ind., and rear section ran 
into forward one, wrecking several cars. 
BUTTING. 
4th, a. m., butting collision between freight and wild en- 
gine on Baltimore & Ohio near Lewis Mills, O., wrecked both 
engines and several cars; killed the engineer and injured the 
fireman. 
13th, night, butting collision between passenger train and 
wild engine on Chicago & Alton, near Oak Grove, Mo., 
wine both engines and 2 cars and injured 2 trainmen. 
14th, night, worse Senge between two coal trains on 
Columbus, Hocking Valley & Toledo, near Nelsonville, O., 
wrecked both engines and 8 cars. Two brakemen were 
slightly hurt. 
6th, p. m., butting collision between freight and wild en- 
gine on Philadelphia & Reading, near Solomon Gap, Pa., 
wrecked both engines and killed two trainmen: caused by a 
dispatcher’s mistake. 
CROSSING. 


6th, p. m., Connecticut & Passumpsic Rivers freight ran 
into St. Johnsbury & Lake Champlain freight at the crossin 
in St. Johnsbury, Vt. Engine and one car were demnged 
and a brakeman hurt. 
24th, night, Wabash, St. Louis & Pacific freight ran into 
Chicago & Alton freight at the crossing at Chenoa, IIl., 
damaging engine and 4 cars. 
DERAILMENTS. 
BROKEN RAIL. 
29th, a. m., special passenger train on Chicago, Milwaukee 


& St. Paul was derailed near Jefferson, Ia., by broken rail. 
The general manager of the road was on the train. 


BROKEN FROG. 


ist, a. m., passenger train on Reading & Columbia was de- 
railed in Columbia, Pa., by a broken frog, damaging engine 
and several cars ; killing one trainman, injuring 3 trainmen 
and 2 passengers. 

BROKEN BRIDGE. 

14th, night, freight on Texas & St. Louis broke through 
trestle bridge near Clarendon, Ark., and 8 freight cars went 
down into the swamp. 

29th, night, freight on Cleveland & Pittsburgh went 
through a bridge near Jeddo, O., and nine cars were wrecked. 
The abutments of the bridge had been washed out by a 
freshet. 

SPREADING OF RAILS. 

'. 18th, a. m., 8 cars of freight on Chesapeake & Ohio were 
derailed near Swoope, Va., by a < the rails. 

21st, p. m., passenger train on Portland & Ogdensburg 

as derailed near Bethlehem Junction, N. H., by spreading 





of the rails, and the engine went down the bank into the Am- 
monoosuc River. The engineer and fireman were slightly 
hurt. 
BROKEN AXLE. 
17th, p. m., freighton New York Central & Hudson River 
was derailed near Jordan, N. Y., by broken axle. 
25th, night, 18 cars of coal train on Philadelphia & Read- 
ing were derailed near Sanatoga, Pa., by broken axle. 
BROKEN TRUCK. 
17th, a. m., freight on Fall Brook Coal Co.’s road was de- 
railed near Covington, Pa., by broken truck. 


BROKEN DRAW-BAR. 


1st, a. m., as passenger train on Denver & Rio Grande was 
going down the very steep grade at Marshall Pass, Col., the 
train broke in two, and the air brakes being thus rendered 
useless, the brakemen were unable to hold the train, which 
went down the grade at frightful speed and finally jumped 
the track on a sharp curve. The engine was wrecked, the 
engineer and fireman badly injured and seven passengers 
slightly hurt. 
2th, evening, car of passenger train on New York Cen- 
tral & Hudson River was derailed in Rochester, N. Y., by a 
draw-bar which pulled out and fell upon the track. 


ACCIDENTAL OBSTRUCTION. 

19th, night, freight on Grand Trunk was derailed at St. 
Remi, baie, by a trunk which had fallen from the platform 
of the station upon the track. 

CATTLE. 

21st, p. m., passenger train on Wabash, St. Louis & Pacific 
ran over a cow near LaFayette, Ind., derailing engine and 3 
cars and injuring 5 passengers slightly. 

24th, p. m., passenger train on Baltimore & Ohio ran over 
a cow near Mt. Vernon, O., and 2 cars were derailed, injur- 
ing a trainman and 3 passengers. 


WASH-OUT. 
19th, a. m., freight on Galveston, Harrisburg & San An- 
tonio ran into a wash-out near Spofford, Tex., and the engine 
went down into the gap. The engineer was fatally and the 
fireman slightly injured. 
MISPLACED SWITCH. 
31st, p. m., engine of freight on Kansas City, Fort Scott 
& Gulf was derailed in Rich Hill pew | mi ced switch. 
7th, a. m., passenger train on Louisvi le, New Orleans & 
Texas was derailed near Baton Rouge, La., by misplaced 
switch, omnes engine and 7 cars, killing fireman, injur- 
ing engineer and 21 passengers. 
OPEN DRAW. 
20th, a. m., freight on Rome, Watertown, & Ogdensburg 


was backed upon an open draw-bridge in Syracuse, N 
and 2 cars went into the Erie canal. 


RAIL REMOVED FOR REPAIRS. 
81st, freight on Missouri, Kansas & Texas was derailed 
near Moberly, Mo., where some trackmen had removed a rail 
and neglected to put out the proper signal. 


MALICIOUSLY CAUSED. 

14th, night, freight on Wabash, St. Louis & Pacific was 
derailed near Hand., Mich., by a switch which had been pur- 
— misplaced. The engine aud 8 cars were damaged and 

trainmen hurt. 

22d, very early, passenger train on New York Central & 
Hudson River was derailed near Peekskill, N. Y., by a num- 
ber of ties piled up on the track. The engine and 3 cars left 
the track, and engine upset into the river. 

23d, night, r train on Denver & Rio Grande struck 
a package of dynamite or giant powder placed on the rails 
near Denver, Col. The train was y shaken up, two 
wheels broken and one car thrown from the rails, but no 
very serious damage done. The ee is supposed to have 
been put on the track by striking shopmen. 

26th, night, locomotive of passenger train on New York 
Central & Hudson River was derailed near Seneca Falls, 
N. Y., by ties which had been placed in a cattle guard. 


UNEXPLAINED. 

8th, night, 10 cars of freight on Lake Shore & Michigan 
Southern were derailed near Sandusky, Ohio. 

13th, a. m., freight on New York, Lake Erie & Western 
was derailed near East Newark, N. J., and the locomotive 
upset and was badly damaged. 

20th, a. m., freight on Chicago, Milwaukee & St. Paul was 
derailed near La Crosse, Wis. 

20th, night, car of a passenger train on Chicago, St. Louis 
& Pittsburgh jumped the track at Irvington, Ind., but after 
running a quarter of a mile on the ties the wheels struck a 
frog and went back upon the track. 

21st, a.m., tender of freight on Chester & Lenoir was 
derailed on a high trestle near Lenoir, N. C. The tender did 
not leave the ties, but the fireman jumped, falling 150 ft., and 
was 

21st, night, freight on Pittsburgh, McKeesport & Youghio- 

heny was derailed near Bessemer, Pa., and 7 cars were 

dly broken. 

22d, noon, ore train on Detroit, Mackinac & Marquette was 
derailed on the ore docks at Marquette, Mich., and 7 cars 
went off the track into the lake. 

26th, a. m., freight on St. Paul, Minneapolis & Manitoba 
was derailed near Darwin, Minn., and the engine ran on the 
ties upon a trestle bridge, which gave way, throwing the 
“— and several cars into the ravine below. 

26th, a. m., freight on Indianapolis Belt road was derailed 
near Brightwood, Ind., and the engine went into a bank and 
was completely wrecked, injuring 5 trainmen. 

29th, a. m., several cars of freight on Utica & Black River 
were derailed in Lowville, N. Y. 

29th, night, 2 cars of freight on New York Central & Hud- 
son River were derailed near Waterloo, N. Y. 


OTHER ACCIDENTS. 
BOILER EXPLOSION. 


31st, p. m., locomotive of a freight train on Wabash, St. 
Louis & Pacific exploded its boiler while standing at Havan- 
nah, Ill. The force of the —— was forward and the 
engineer and fireman were only slightly hurt. 


MISCELLANEOUS. 


19th, night, a wheel broken under a sleeping car ip a pas- 
senger train on New York Central & Hudson River when 
near Rochester, N. Y., but the car did not leave the track. 

22d. night, car of freight on Houston & Texas Central 
caught fire when near Waco, Tex., and was destroyed. A 
brakeman was slightly hurt. 


SUMMARY. 

This is a total of 62 accidents, in which 8 persons were 
killed and 65 hurt; a decrease, as compared with May, 1884, 
of 14 accidents, 24 killed and 85 injured. A statement of 
the total and averages will be found elsewhere. 

The five months of the current year to the end of May show 
a total of 590 accidents, 107 kilied and 685 hurt; an average 
per month of 118 accidents, 21 killed and 137 injured. 





The Master Mechanics’ Association Convention. 





We continue below from last week our report of this con- 
vention. The proceedings of the third and last day were 
much crowded by the number of reports presented and by 
the election of officers and other routine business. As the 
weather was also hot it was but natural that the proceedings 
should be somewhat more hurried and the discussion les 
earnest than on the earlier days. Nevertheless some interest 
ing points were brought out. We cannot attempt now more 
than a brief summary. 
THIRD DAY. 


Mr. Otto DRELLINGER read a ord descriptive of the 
Strong valve-gear, which was allu to at some length in 
the committee report on valve-gear. It differs ically 
from the type now in use, the valve being of a kind of grid- 
iron pattern, requiring much less motion than the common 
slide-valves, and having the peculiarity that the motion takes 
place almost intermittently and only when there is little or no 
pressure inst the valve. When the pressure is greatest 
the valve is practically stationary. 

The question of publishing the paper was, after a vote of 
thanks, referred to the proper committee, and the report on 
New Plans for Construction aud Improvement in Loco- 
motives was read. The new Baldwin engine ‘‘ Decapod,” 
having ten connected drivers, recently illustrated in these 
columns, was described. Mr. H. 8S. Bryan, of the Chicago & 
Iowa Railroad, Aurora, Ill., had a new plan of staying crown- 
sheets, dispensing er with crown-bars. Mr. 8. W. 
Stevens, of the Lake Shore & Michigan Southern, was pro- 
tecting completely every part of the boiler usually left ex- 
posed with a layer of asbestos 14 in. thick covered with 1 in. 
of hair felt. The economy was thought to be marked. The 
only difficulty was that it made the cab somewhat cold in 
winter. Kalamined iron was used outside the felt. 

Mr. J. D. Barnett, of the Grand Trunk, was experimenting 
with a type of compound engine thought to have some ad- 
vantages. There wasa high and low-pressure cylinder on 
each side operated by one balanced slide-valve. It was not 
complicated and added few more parts. Mr. F. W. Dean, 
of Cambridge, Mass., had brought out a new form of cross- 
head and guide, of a box form, affording increased strength 
and double the usual bearing surface. r. J. Campbell had 
brought out a new form of anthracite passenger boiler, shown 
by engravings. 

Mr. Lockwoop thought the plan of lagging the whole ex- 
posed parts of the boiler a proper and good one. 

The subject of appointing a committee of five to act with 
the committee of the Franklin Institute who are to investi- 

te the so-called ‘‘ hammer blow” at the coming Novelties 

xhibition, was brought up and favorably acted on, Messrs. 
Dean, Sinclair, Blackwell, Chapman and Woodcock being 
appointed that committee. 

r. Lockwoop said it was oue of those things which prac- 
tical master mechanics and locomotive engineers believe in, 
but skilled experts and general managers do not believe in. 

Mr. SIncLarR said that experience was showing that high 
pressures and quick cut-offs would give almost as effects 
as compounding, as notably the engines of the steamer 
** Hudson,” of the Cornwall line. 

Mr. STRONG agreed with this, and considered it one of the 
strong features of his engine that at speeds of 50 or 60 miles 
per hour he could get 20 Ibs. more initia] pressure, or within 
a few pounds of full boiler oy he and so use profitably an 
expansion of 10 instead of 3 or 4. He exhibited actual dia- 
grams in proof of this. 

After further general discussion the report on the 
Best Metal for Locomotive Bearings was read. It brought 
out no ially new features, but seemed to cast doubt on 
the usefulness of soft bearings as compared with hard brass. 
The question of solid bushings for parallel rods was recom- 
mended to further consideration with the remark that their 
utility was not yet demonstrated. The discussion was brief. 

Mr. SHAVER (Pennsylvania Railroad) said that solid bear- 
ing for side rods were doing well with them. 

r. BLACKWELL thought there was nothing equal to good 
hard brass, but he did not like a smaller pin than 4 in. 

The committee on nominations reported the following list. 
all of whom were elected : 

For President, J. Davis BARNETT (Grand Trunk). 

First Vice-President, W. Wooncock (Central of New 
Jersey). 

Second Vice-President, JAcoB JoHANN (Wabash & St. 
Louis). 

Treasurer, GEORGE RICHARDS (Boston & Providence). 

Secretary, J. H. SETCHEL (his sixteenth re-election). 

Member of Committee on Subjects, CHARLES BLACKWELL. 

The 1eport on Steel Castings for Locomotives made the 
usual complaint of the fewness of replies, only 14 having been 
received, the substance of which was that steel castings were 

referred to cast iron, but not as yet to wrought iron. 
Rearty all preferred it for cross-heads. One was using cast- 
steel driving-wheel centres. The committee noted that in 
marine work it was making its way with great rapidity and 
that locomotive practice seemed rather backward. A Ger- 
man firm in 1884 were making crucible-steel castings of fine 
quality at the same price as Bessemer or Siemens steel, 4!, 
to 5 cents per Ib. for small castings. Here they were 
charging 714 to 9 or even 10 cents, a difference not 
justified by the regular differences of price. Mr. 
ebb, of the London & Northwestern, was casting Bessemer 
driving wheels in revolving molds, throwing the t metal 
to the circumference. When first introduced the product 
was net reliablé; but it was now being rapidly substituted 
for expensive férgings, and prices were continually falling. 
he committee Igoked hopefully to experiments making on 
producing steel castings from old rails. 

Messrs. SPRAGUE, LAUDER and JOHANN pointed out that 
cast iron was skhawing better wearing qualities for many ser- 
vices as for guides and rocker -arms. 

Mr. LAUDER pointed out that much so-called cast-steel, al- 
though a good product, was not properly speaking steel since 
it was not homogeneous, had a mere shell of steel on the out- 
side. The discussion continued for some time and was inter- 
esting and full, although much difference of opinion was ex- 

ressed 


. Mr. J. E. WaTKrtns then by special vote briefly addressed 
the convention, urging that relics marking the various steps 
in the progress to the American railroad and steamboat of 
to-day reserved by all the members and presented to the 
National incom, of which he had just been ——_ Hon- 
orary Curator in the department referred to. He stated that 
a circular would be sent to all railroad officers. 

The committee on Driving-Wheel Brakes made no report, 
and that on Testing Boilers by Hydraulic Pressure was then 
read. Only 13 replies had been received to 240 circulars, 3 
of which op; ydraulic tests and 10 favored them. An 
interesting discussion ensued. 

Messrs. ROBERT GRIMSHAW and JOHN A. COLBURN were 
balloted for and elected as associate members, and Messrs. 
James SEDGELEY, J. W. Puiverick, H. A. Town and 
CHARLES R. PEDDLE were elected honorary members, pur- 
suant to the provision of the constitution permitting any 
member in good standing for five years, and retired from 
active practice, to become such by a unanimous vote. 

The report on smoke-stacks and spark-arresters registered 
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27 responses to their circular, but few of them containing 
much that was new. The general verdict was that the best 
of them did save sparks, but none improved the steaming. 
Mr, Johann had found the Hunter spark-arrester useful on 
light engines, but not so in heavy service. Mr. Wood, of the 
Pennsylvania Co., found the extended front better than 
either the diamond or Smith stack. There was no econom 
in fuel. Nothing but the brick arch would effect that. It 
did save 12 to 15 per cent. 

The question of using crude petroleum as fuel was alluded 
to in the report as the most hopeful plan for stopping sparks, 
and in the discussion some interesting details were presented 
of a recent type of fire-box for burning oil, having 5 burners 
but only using 3. The cost of getting up 130 Ibs. of steam 
was 35 cts., and 1 gallon, costing 314 cents, was claimed to 
be efficient for a train-mile of service. The distinctive fea- 
tures are by superheating steam in the fire-box and mixing it 
with crude petroleum, spraying the mixture on a cast-iron 
plate, and supplying a hot-air blast to aid combustion. 

The Committee on Place of Next Meeting reported Sara- 
toga, Boston and Minneapolis. A proposition to add Ni 
Falls to the list on which the convention was to ballot, on the 
ground that the car-builders were also to meet there, 
was voted down decidedly, but the Thousand Islands was ap- 
proved, and Boston was chosen by a vote of 35 to 21 scat- 
tering. The Secretary's salary was made $800, as heretofore, 
the usual vote of thanks to the ladies, the press and various 
individuals was , the balloting for officers was com- 
pleted as noted above and the usual addresses of thanks made, 
and the Association then adjourned to meet in Boston the 
third Tuesday in June, 1886. 


EXCURSION TO MT. VERNON. 


On the following day an excursion was made to Mt. Ver- 
non, attended by nearly half of those who had been in 
er nor including much more than half of some 60 
ladies. 


REPORT ON STANDARDS. 


On the first day of the Convention, the Secretary, Mr. J. 
H. Setchel submitted the following special report on the 
action of that Association as ts standards: 

At the 17th annual meeting Mr. J. N. Lauder offered the 
following resolution, which upon motion was adopted. 

** Resolved, That the standards adopted up to the present 
time by the Master Mechanics’ Association be printed in our 
annual report.” 

The Master Mechanics’ Association as a body have not been 
as prolific in adopting standards as some of our kindred socie- 
ties, and the number to report will not be as great as its age 
might indicate. 

We believe that the opinion is held by the majority of the 
members that much more good is accomplished by an intelli- 
gent discussion of questions by the many than the passage of 
a resolution emanating from the brain of a single individual, 
which is often adopted against the will of a silent majority. 
Many meme nny Se pry | questions have been made clear by 
the discussions at the conventions, and a member has 
been able to go home and take step in advance of any 
standard that could be adopted at the time. 

Many things that seem difficult to decide are only so because 
the subject is not fully understood. 

Discussion brings out the dark points so that we are able 
to advance, and to adopt a certain rule as a standard often 
means to stop advancing. 

There are, however, many parts ot the machinery in the 
construction of railway plant where uniformity can and should 
be secured by the adoption of standards, and to those I think 
it will be found the Master Mechanics’ Association has given 
due attention. In the third annual report the Committee on 
Standard Nuts recommended the adoption of the United States 
standard, but in receiving the report the Association did pot 
adopt the committee’s recommendation, as it was, no doubt, 
the intention to do, and Mr. Chapman, who was Chairman, 
so stated at the fifth annual meeting. At this meeting, on 
motion of Mr. Hayes, the same committee was appointed to 
confer with the bolt and nut manufacturers, and at the sixth 
annual meeting made the following report: 

‘Your committee appointed at the last annual meeting to 
confer with a committee ae by the Association of Bolt 
and Nut Manufacturers of the United States upon the subject 
of uniform standard sizes of nuts would recommend the adop- 
tion of the sizes of nuts as adopted by the Manufacturers’ 
Association at their meeting Dec. 11, 1872.” 

Standard Wheel Centres and Tires.—At the third an- 
nual meeting this subject was brought up, and excited a large 
amount of discussion, resulting in the appointment of a com- 
mittee to report the next year, but atthe fourth annual 
meeting the President announced that there would be no re- 
pert from this committee, and the subject has never since 
ween taken up. 

Switching Engine Mileage.—At the fifth annual conven- 
tion a committee previously sapomped on the subject of Com- 
puting Mileage of Switching Engines reported in favor of 
allowing 6 miles per hour for switching engines, and 6 per 
cent. to train mileage of local freight for switching, and no 
extra a for through freight and passenger trains, which 


was —- § 

Standard Aaxles.—At the seventh annual meeting a com- 
mittee on the subject of standard axles recommended the 
adoption of an axle for tenders as follows : 

Length over all, 6 ft. 1144 in.; journal, 3% by 7 in.: 
wheel seat, 434 in. diameter by 8 in. long; diameter in cen- 
tre, 4 in.; collars, 4%4 by % in. thick. After considerable 
discussion action was postponed and subject was referred 
back to the committee. t the eighth annual meeting the 
Committee on Standard Axles offered the following resolu- 
tion: 

** Resolved, That this Association concurs with the Master 
Car-Builders’ Association, recommending the adoption of the 
standard for car and tender axles which that Association has 
proposed, when said axles are made of iron.” 

After considerable discussion the resolution was rejected, 
and was not again brought up until the twelfth annual meet- 
ing, when, on motion of Mr. Johann, the Master Car-Build- 
ers’ standard was adopted. 

Standard Journal Bearing, Journal Box and Pedestal.— 
At the fourteenth annual convention the following resolution 
was panes and adopted: ‘* Resolved, That the drawings 
of the car journal bearing, journal box and pedestal, of 
which copies are submitted herewith, be declared to repre- 
sent the standard form and eeoperion for these parts, and 
that the same be recommended by this Association for gen- 
eral use on engines and cars.” 

Standard Sheet-Metal Ga 
the Association Brown & S 
adopted as the standard. 

Standard Limit Gauge.—At the seventeenth annual con- 
vention the Pratt & Whitney standard limit-gauges for 
rm iron bata a and adopted 

‘o recapi te, the following are the standards adopted b 
the Aupociaiien ; . © . 

1, Nuts.—United States Standard. 

2. Serew Thread.—United States Standard. 

3. Switching Engine Mileage.—Switching e 
per hour, Local "freight e 6 per cent, 
mileage. 


e.—At the fifteenth meeting of 
e's micrometer gauge was 


es 6 miles 
led to train 
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4. Axles, Bearings and Boxes.—Car Builders’ Standard. 
Sheet- Metal Gauge.—Brown & Sharpe's. 
Limit Gauge for Round Tron.—Pratt & Whitney’s. 

J. H. SETCHEL, Secretary. 


TEST OF EFFICIENCY OF FIRE-BRICK ARCH. 


The following record of a test on the Cleveland, Columbus; 
Cincinnati & Indianapolis Railway was presented at the con- 
vention. The test was made in May, 1885: 





Extended front, Ordinary smoke 




















high compound arch, low com- 
nozzles, straight ound nozzle, 
stack. iamond stack, 
cone and netting. 
I, II. IIl. IV. 
Fire-brick No _ Fire-brick | No 
arch. arch. arch. | arch. 
satel j nace tin | ls csi | dan een 
Coal burned, lbs. ....... | 24,582 | 23,664 25,000 | 28,400 
Water evaporated, lbs...| 144,844 144,800! 148,068 /148,528 
Lbs. water evap. per Ib. 

ee SE eae 5.90 6.12 5.92 | 5.22 
Equivalent evap. from 

and at 212° Fahr....... 7.07 7.34 7.10 6.27 
Lbs. coal per car mile.... 7.78 7.60 7.87 7.71 
Lbs. water per car mile.. 45.95 46.52 46.73 40.36 
Coal burned per sq. ft. of 

grate per hour. .... ... 75.80 76.37 | 84.66 96.46 
Water evap. per sq. ft. of | 

grate per hour........ 447.65 | 450.54 501.44 | 504.50 
Running time, minutes. . 1100 1092 1004 1001 
Time for stops, minutes. . 200 208 176 214 
Total time un tests, min. 1300 1300 1180 1215 
Temp. of feed water, deg. 

WME scot te ieee cnc : 63° 63° 62° 64° 
Average boiler p:essure, 

Ibs. per sq in......... 126 128 127 20 
Passenger car mileage. ..| 3152 3112 3168 | 3680 
Engine mileage.... ...... 552 552) 552 | 552 
Aver. No. cars per train. 5.71 5.63 5.73 6.66 








Note.—On account of change in time card the car mileage 
and speed of train were both increased in test No. 4. 


The showing made, it will be seen, is not especially favor- 
able to the brick arch, but others claimed at the convention 
that the brick arch, under fair conditions, would show an 
economy in fuel of 10 to 15 per cent. A noticeable fact in 
the statement, however, is how the efficiency of construction 
was destroyed in the fourth test by the greater speed and 
load, the consumption of coal being greatly increased with- 
out any material addition to the water evaporated. On the 
other hand, the increase of one in the number of cars does 
not appear to have greatly increased the total train resist- 
ance, so that the coa] burned per car-mile compares fairly 
a The speeds will be seen to have been 30 and 33 miles 
per hour. 








The Master Car-Builders on the Car Coupler Ques- 
tion. 


In view of the very general interest taken 1n the action of 
the Master Car-Builders’ Association at the special meeting 
called on the car coupler question, we give this week the 
official report of that meeting in full, as follows : 


The meeting having been called to order, Mr. Verbryck in 
the chair, the Secretary read the call for the meeting which 
had been previously issued, inviting the attendance of rail- 
road commissioners, superintendents and other officers, as 
well as members of the Association, and the subject was 
then opened for discussion. 

Mr. MaRpDEN: Our Railroad Commissioners of Massa- 
chusetts have decided that all of the roads of Massachusetts 
must use one of five couplers which they have recommended. 
At the last annual convention of the Master Car-Builders’ As- 
sociation it was recommended as the sense of the meeting that 
a vertical hook or coupler, or something of that form, was 
preferable. When we found that we were obliged to use 
some one of the forms prescribed by the Railroad Commis- 
sioners, we took the vertical hook coupler, and we have been 
using it since the lst of March. The Cowell coupler is the 
one we have been putting on. We found there were some 
things about it which needed simplifying and improving, and 
we have been at work upon it since. With the improvements 
which have been placed upon it, we think that it will work 
very nicely. We have been using it with the extra pin, 
and it presents the appearance when it is put in of the ordi- 
nary coupler. It couples readily with the ordinary coupler, 
and it is easily uncoupled, and if there is nothing better to be 
presented at the meeting it seems to me that we ought to con- 
sider that coupler and any others that may be presented. We 
have got to advocate something, and we want to advocate 
the best. The fact of the matter is that we have got to have 
something that will couple with the ordinary draw-bar. If 
we decide that we want to get rid of the link and pin, we cer- 
tainly must have some form of a hook coupler. I want it 
distinctly understood that I am decidedly in favor of a ver- 
tical hook coupler, and yet I am not pledged toany particular 
coupler in the market, and I would gladly take any other 
Sook coupler if it was proved to us that it was better than 
what we are using. 

Mr. Forney then read a letter from the Railroad Commis- 
sioners of Missouri, expressing interest in the meeting and a 
he 2 that good would result from it. 

Mr, TOWNSEND : I will state that we have about 125 cars 
equipped with the Janney draw-bar, and it has given entire 
satisfaction so far. I made a practical test with the draw-bar 
by loading two cars with a little over 20 tons, setting the 
brakes on one car and then pushing the other against it with 
t he switch engine as hard as I could. We could neither break 
the draw-bar nor cripple it. but we did knock out both ends 
of the two cars, and that draw-bar has given us no trouble at 
all so far, and as far as I know I believe it to be the best 
draw-bar in use to-day, and I would like to hear from some 
others present who are using that, to see what results they 
have reached in their experience. 

Mr. THORNTON : I wrote three of your committee that I 
wished to come before you and make a statement. I have 
a car coupler that I wish to present for your consideration. 

The CHAIRMAN (Mr. B. K. Verbryck): You will have to 
get the consent of the members of the Association if you are 
not a member. 

Mr. THORNTON : I wish to state to you the merits of the 
coupler, its durability, expense, etc. 

r. BLACKALL: As this convention has recommended 
several automatic car couplers for the last two years, I now 
move that this subject lie on the table. This motion was 
seconded. 

Mr. Marven : I do not think that that would be hardly 
fair, nor would it be doing justice to ourselves. We are 
looked to not only by the pace managers of our roads, but 
by the commissioners of the different states, to help to settle 
this difficult question, and for us to come here to a 
meeting appointed especially for the purpose, and then 





lay the whole py | on the table, it seems to me 
looks as though we 


not given the subject any thought, 





and that we did not care to, and it would be an acknowledg- 
ment that it was far beyond our reach, and that we were not 
able to deal with it. I do not consider myself at all smart; 
but I must say that I believe I have made a little advance- 
ment, in regard to the car coupler question, in the year. 
have been giving my attention to the matter and studying it 
simply in the interest of railroads. I am not in in 
any patent coupler. I believe we ought to settle this ques- 
tion. I understand also that there are two railroad commis- 
sioners here, and I think it is due to them that we should 
now bestow some attention upon this subject. If we cannot 
say anything ourselves, we ought to ask them to give us some 
information on the matter. 

Mr. Goopwin: I understand Mr. Marden has made some 
improvement on the Cowell coupler. 

I 4 MARDEN: That has been made on the Fitchburg Rail- 
road. 

Mr. Goopwin: Has he made such an improvement as 
avoids the patent the Cowell Co. had on the coupler? 

Mr. MarpDEN: That would be a question which might be 
brought up. I suppose we should not object to calling it an 
improved Cowell. It was made through force of necessity, 
and we would be willing to have it presented here to the con- 
vention as an improved Cowell. There isone thing about 
the Janney which I want to say here that I do not like, and 
that is that it will not couple unless you oye it in position to 
couple automatically. The Cowell coupler will couple under 
any conditions, whether it is closed or open, and I believe we 
want to get at something which is as nearly automatic as it is 
possible to have it. : 

The CHAIRMAN : I understand that the Railroad Commis- 
sioner of Michigan, Mr. William McPherson, Jr., is here, 
and we should be pleased to hear from him. 

Mr. McPHERSON : I came here not to discuss this coupler 

uestion, but to hear it discussed, that I might get some new 
light on that subject. Our Legislature has just passed an act 
requiring the use of automatic couplers upon all new cars con- 
structed after July 1, 1886, also upon all cars that go to the 
shops for general repairs after that date, and the Commis- 
sioner is authorized by that law to select two or more coup- 
lers before May 1, 1886, and my object in visiting you at this 
time was to hear the subject discussed, and learn what I 
could in regard to it. Iam not prepared to give you any 
light on the subject, because it is a new one to me. 

The CHarRMAN: If there is any other railroad com- 
missioner present, we would like to hear what he has to say 
on the subject. 

Mr. Kirpy : I would say that the road I represent has 
moved somewhat forward in that direction, although we are 
not going very fast.- -It is a subject which requires a good 
deal of consideration and a good deal of be ome en We 
are using what is known as the Ames coupler. Two models 
of that coupler can be seen in the model room. We think 
that is a very good automatic car coupler. We do not claim 
that it is the best that is invented, or the best that can be in- 
vented. But we wish to make some trials with it to satisfy 
ourselves that it is a good coupler. Therefore we are moving 
along quite cautiously with the matter. We are very de- 
sirous of doing away with this hazardous business of cc upling 
with the link and pin, and that prompts us to take some 
measure toward using an automatic car coupler. 

Mr. Harrison: A gentleman is present who had a coupler 
on exhibition yesterday somewhat similar to the Janney 
coupler. I understand that he never had an opportunity to 
put it before this association, and if it is not out of order I 
would be glad if he could be allowed to present it before this 
meeting. 

Mr. CLovup: I do not wish to take the floor from any one 
else, [am sure. But Ido not think that we can asa body 
listen to representatives of any coupler. Neither do I think 
that as a body we can make any progress by discussing indi- 
vidual couplers here. I think that the object most desirable 
for us to accomplish at this session is to give our views upon 
this matter in a more general way than discussing individual 
couplers, and also to say what we think will be the effect of 
the action of state legislatures as taken in the past and as pro- 
posed for the future. I would be very much surprised to see 
this whole subject laid on the table without some further dis- 
cussion and the opinions of members being expressed in the 
form of resolutions, and perhaps some action taken looking 
toward further inquiry if it is thought anything can be ac- 
complished by that. One of the best results which we may 
be able to accomplish now, however, I think, will be to ex- 
press our opinions in regard to the effect upon the employés of 
railroads of the independent action of state legislatures. I 
have talked with many of the members composing this asso- 
ciation, and I believe it is the general opinion that the action 
of the legislatures in forcing the use of some automatic or 
safety coupler, of forms to be prescribed by their railroad 
commissioners, will be very much worse in its results than 
the present system, because we will get a large number 
of different couplers, and in the interchange of cars 
théy are required to be coupled together, which is 
doubtless done with very much more danger in a few 
cases of this kind than is involved in coupling to- 
gether cars which are uniform with the ordinary link and 
pin in a much larger number of cases. And I should there- 
fore like to see that sentiment put in proper shape in the 
form of a resolution and carried by this convention, for the 
effect that it may have, and for the information of not only 
legislators, but of railroad commissioners. I do not know 
where they can get from any one body of men an expression 
of opinion on that matter, that ought to be of more use to 
them than right here; and if the conyention will vote down 
the motion to Jay the question on the table, I will propose 
such a resolution. 

The motion to lay on the table was lost. 

The CHAIRMAN : This invitation was extended to railroad 
managers and superintendents, and if any of them are here 
we should like to hear from them. tel 

Mr. Ruopes: At the last convention a principle of a 
coupler was adopted. The results of that seemed to have 
been very satisfactory, I think. It has shown to inventors 
what the Association considers the best form of a coupler. I 
think there was one thing, perhaps, a little lacking in that 
recommendation or in the Association not adopting that feat- 
ure. They neglected to specify particularly how those coup- 
lers should be interchangeable. The result is that some of 
the inventors are getting up this style of coupler, but are not 
making it interchangeable. In fact, some of them, in devis- 
ing their couplers, are putting them so that they never will be 
interchangeable. Instead of having jaws and couplers com- 
ing rights and lefts, they put them so that they will come 
both rights together. The result is that, although that coup- 
ler might be practical, as it is devised it is not. I think the 
Association ought to say that these vertical couplers should 
have the jaws in form so that they would always come rights 
and lefts. 

Mr. CLoup: I would offer the following resolution, and 
move its adoption : é 

‘* Resolved, That it is the opinion of this convention that 
the independent action of state legislatures enforcing the use 
of some form of automatic or safety couplers is already re- 
sulting in greater danger to employés in coupling cars than 
they were subjected to before such action went into effect, 
and that any similar further action of legislatures will in- 





crease the danger to employés.” 
Mr. WALL seconded the resolution. 
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A MemBer: I think it would be perhaps better to say 


there: ‘‘ has a tendency to produce more injurious results,” 

Mr. CLovup : I am informed by gentlemen here from New 
England that it has produced them already. 

The resolution was carried. 

Mr. C. A. Smita: Iam very glad to have such a resolu- 
tion as that offered, for it is throwing down the gauntlet. 
You have made a move, and I believe that move is in the 
right direction. Now there should be some action taken. I 
believe in having a committee to take hold of that, and pre- 
sent it in an impartial manner. Every man, or almost every 
man, must give something. You cannot have what utes one 
likes. There must be one, and there should be one, a itely 
uniform coupler—absolutely uniform in all its parts. Now 
every one must give, and that is the hardest thing to do. 

Mr. WALL: I move torefer to the Executive Committee 
the subject of automatic freight-car couplers, with power to 
arrange for and conduct a public trial at some central point, 
to employ one or more experts, and to solicit the co-operation 
of the railroad companies in making trials and in furnishing 
the funds for conducting the same, the Executive Commit- 
tee to make report of their results and recommendations at 
the next meeting of the Association. 

Seconded. 

Mr. Kirpy : I will invite the gentlemen, before this reso- 
lution is acted upon, to have a little more talking upon it. 
We would like to hear the sentiments of some others before 
we act upon this resolution. 

Mr. Barr: I would like to offer an amendment to that : 
‘*And that the committee shall print and distribute one 
month before the next annual meeting the copy of the repert 
f their results.” 

The amendment was accepted 

Mr. DavenporT: I am glad this discussion has taken 
place, because if the preceding resolution had gone to the 
country with no explanation, while it may have been very 
clear to us, 1 fear it would not have been clear to 
them. They would not have understood the diffieulties 
in the way of coupling any four that can _ be 
named of the couplers together that we know exist, and I 
was in hopes that my friend Mr. Cloud would have added to 
his resolution a brief explanation of the difficulty, which 
would have made it clear to these state commissioners who 
are watching us with very close attention. They do not know 
the difficulties of our position. They can only appreciate it 
when they begin themselves to make experiments and are 
called upon to make decisions. I think they are preceeding 
under pressure, and they feel the difficulties when they are 
brought up to where we have been for the last five years. Tam 
very glad, therefore, that this resolution has been passed, and 
I would be glad if Mr. Cloud would add a brief explanation of 
his resolution as it has been — There is a good reason 
for it, and we are abundantly able to give it, and Mr. Cloud 
can put it in words for us, and it will then go to the world in 
a much more satisfactory shape. 

Mr. ApAms : I would like to inquire if there was not a reso- 
lution passed at Saratoga last year quite similar in its 
bearing to the present resolution before the meeting. The 
results of it you all know. It isa very easy matter to come 
into this meeting and ss resolutions and decide 
them here bya vote. But itis another thing to carry out 
the experiments. I do not know but that this resolution 
abundantly provides for it ; but Ido not see how it is going 
to be carried into effect by the car-builders. In addition to 
that, we all know and understand perfectly well that there 
have been almost innumerable tests and trials, although not, 
perhaps, under careful inspection and without careful and 
thorough records kept of them ; but there has been an abun- 
dance of these trials before the car-builders from time to 
time, with no good results whatever. Now, I do not object 
to the resolution at all, but it seems to me that it will be just 
so much wind spent in vain. 

Mr. BISSELL : I would inquire if Mr. Forney was not au- 
thorized to make these experiments last year and settle this 
whole thing. 

Mr. WALL: I would like to read the resolution of last 
year : 

‘* Resolved, That the Executive Committee be instructed to 
issue a circular to all the railroad companies represented in 
this Association, setting forth our plan of retaining Mr. M. 
N. Forney to devise, conduct and record tests of auto- 
matic freight car couplers, and asking them to signify their 
willingness to sustain their pro rata proportion of all expenses 
incident to such tests.” 

While we have had no meeting of the Executive Committee 
to authorize any one present to speak on the subject, yet the 
proceedings of that committee are public, and would say 
we did look this matter up, and we concluded that it was not 
the time to make that test, and we therefore issued this circu- 
lar asking railroad superintendents to come here with a view 
to feeling the pulse as to whether they would accept a oo 
sition of this kind. There are many of us who have talk to 
our own superior officers on this subject, and some of them 
have been in favor of this proposition, and this motion, if car- 
ried, will give an instruction which will have to be lived up 
to 


Mr. Ropes: I think the recommendation as made in 
Mr. Wall's motion will receive more attention from railroad 
managers than the one last year. I have heard some of them 
express their opinion in that way; so I do not anticipate that 
there will be no attention paid to it, as Mr. Adams seems to 
fear is possible. 

Mr. Cioup : I wish to discuss this motion a little, but_be- 
fore doing so I would like to say to Mr. Davenport that I do 
not appreciate any necessity for adding anything to the for- 
mer resolution. 1 do not think we are called upon to give our 
reasons. I think we ought tobe considered as knowing what 
we are speaking about in this matter, andI prefer to leave 
the resolution concise and clear, and not lumbered by any ex- 

lanations such as he names. In regard to the present reso- 
ution offered by Mr. Wall, I feel very doubtful as to whether 
it will result in any good, simply because I do not understand 
that a few tests of car couplers made ina public place with 
any expert who can be named will throw any additional 
light on this matter at all, and if it did throw light on 
the matter, it would simply be with reference to those 
couplers worked in the We are familiar with 
a great many types of car couplers, and a great many in- 
dividuals of most types, and we can say what a given coupler 
will do in an experimental way ; what we cannot tell is how 
it will stand the service for some years ; but I fully believe 
that the question, What automatic car coupler will be mostly 
used ? will not be decided by experiments such as those con- 
templated by the resolution, nor will it be decided by discus- 
sion in a meeting like this. It seems to me that it is a ques- 
tion of evolution; it is the survival of the fittest entirely, and 
I have no doubt that a number of different couplers will have 
to be used before we find out which is the best; but I would 
like to have that number as small as possible, and not have 
it increased by the action of state legislatures, throwing 
five or six more on usall at once, making it peremptory on 
railroads in certain states. I will vote for the resolution, 
but I do not expect to see it result in any very definite con- 
sequences by the end of one year, or by the end of two or 
three years, because I think it is simply a question of finding 
out what couplers will do in service in a few years’ time. 

Mr, WaLL: My object in off this resolution is to 
put this very important question in the hands of the most 
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important committee we have in the Master Car-Builders’ 
Association. We cannot lay it aside. We must pay some 
attention to it. We must show that we are interested in it. 
We therefore put it in the safest place—namely, in the hands 
of the Executive Committee. and we give the Executive 
Committee all the power that is necessary. We put it there 
because we cannot, as Mr. Cloud says, discuss the merits in 
the Association in general. We have got to discuss them in 
committee, and we therefore want to have it from the com- 
mittee which has the most authority. ‘ 

Mr. Jay : I think the resolution offered by Mr. Wall is a 
very good one. If the legislatures are determined to enforce 
the use of automatic couplers in some of the states, the car- 
builders then can suggest what they conceive to be the best 
coupler in the market, and I do not see but what that is the 
very best plan that could be = If the general managers 
and Superintendents of railroads will not co-operate with the 


master car-builders, it is not our fault. I am satisfied if this | da 


thing is ge in, that it will lead to p= results. Iam 
satisfied that between this time and the time appointed, 
some coupler will be presented that we could take hold of. 

Mr. BISSELL : I understand that the largest lines of rail- 
roads have already adopted an automatic coupler. The 
Boston & Albany, the New York Central, the Lake Shore, 
the Michigan Central, all the Vanderbilt lines have 
adopted an automatic coupler. The longer we keep 
this thing over, the more they will have of those 
introdu They ate pe a coupler they are satisfied with. 
If it is such a complicated machine that we cannot get one 
that will work properly, it seems strange. But there are 
couplers in use that work perfectly well. It seems to me that 
this body does not appear to have the cou or ability to 
come up and recommend a coupler that wil! answer all the 
purposes. We must do it, for the legislatures of the states 
are not going to wait for us. I think this Executive Com- 
mittee might be empowered to recommend some one particu- 
lar coupler, and then we could get at it. 

Mr. RAYMOND: I can perhaps talk with more freedom on 
this question than any other gentleman in the room, and 
from one stand-point, with more knowledge, because I 
presume I have examined more devices than any other 
gentleman present. I willsay that the question of the patent 


part of it does not wae in the smallest d with 
the main question. While the resolution offe by Mr. 


Wall is certainly the best oo“; that can be done here to-day 
as a conclusion, stili I would like very much if the Master 
Car-Builders present could make any suggestions as to what 
the coupler that is to be adopted one to ten or twenty years 
from now shall be; and if we could have here a proper discus- 
sion for a few minutes of experts and mechanics, it would be 
exceedingly useful. I, of course, do not represent any rail- 
road; I do not represent any patent; I have no interest in any 
way; but it is a question requiring discussion and the com- 
parison of notes. Thestand-point from which legislatures are 
acting is not the stand-point from which Na are acting at all. 
They do not care anything about the dollars and cents of it. 
They are simply after the safety of life. Now that can be 
accomplished easily enough. All you have to do istorun a 
stick across the car. That part of it is easily enough 
arranged. And that is one point legislatures are fussing 
about. It is true that the legislation of Massachusetts on 
this subject has cost more money and more lives than it has 
saved, cause it has caused to be used devices that do not 
work one with another. Ido not agree with Mr. Smith, who 
ny that you have got to adopt one — You can have 
a dozen if they will co-act. he — that you, gentlemen, 
who are car-builders must figure out for the railroads of this 
country—and if you don’t do it the politicians of the country 
will do it in a botched way—is a thing between the cars that 
shall save life and that shall be automatic and economical. 
Ten years ago I got a letter from one of the directors of the 
New York Central Railroad, stating that that year the ex- 
— for links and pins on that road was enormous, It had been 

rought to the attention of the directors, and he wrote 
about it, and it was within a few thousand dollars 
of a hundred thousand dollars that the New York 
Central road paid that year for links and pins that were lost, 
broken and stolen. I was told yesterday by one connected 
with that road that the average for ten years was in the 
neighborhood of $45,000 or ,000. When I first got that 
letter I said to myself, when Ezra Miller solved this problem 
for passenger cars he threw away the old devices and put 
something there that would work itself. Now, as Isay, I talk 
with perfect freedom about this matter, and I am amazed 
to find that a large number of inventors, and experts, and 
master car-builders in this country are trying to save either 
one or the other—they do not care which—either the link or 
the pin, (Laughter.) Now, you are not going to settle this 
thing this Fan or next year, because the time is not ripe 
enough. But some day you are going to have an automatic 
coupler which is not going to have any more resemblance to 
the coupler at present in use than the Miller coupler has to 
the old link and pin. There will be as much difference be- 
tween the coupler that will be adopted and the present one as 
there is between the Westinghouse brake and the old Batch- 
ehier & Thompson brake. 

All I wanted to do was to make the suggestion that we 
talk about the thing itself. If you should pass a resolution 
to-day adopting the Ames or the Cowell, or the what-not 
coupler, you could not enforce it. But the time is soon 
coming when this Association can say what you want, and at 
that time, whenever it is, railroad companies, if the legisla- 
tures have not botched the matter in the meantime, will adopt 
it. 

I have said more than I started to. The suggestion that I 
started to make was simply whether we can have a talk here 
under this resolution presented by Mr. Wall as to the ele- 
ments that are going into the car coupler that you want 
finally to adopt, just as if you had the power to say at this 
moment what should be put in use. 

Now, if we could have a talk from that stand-point about a 
car-coupler, this meeting would be worth in that regard all 
the expenses of every member who has come here to attend 
this convention, in my opinion. 

Mr. Apams: I happen to live in Massachusetts myself, and 
1 Oe eee want a wrong impression to go out against New 

ngland. 

r. Raymond has made a pretty broad statement here that 
Iam utterly ignorant of. ow, I am seeking for informa- 
tion, but I have never come to the knowledge that there were 
more lives lost in Tt of the adoption of any coupler 
in Massachusetts since t islature has passed a law com- 
pelling us to adopt an automadic coupler. Iam not aware 

‘hat more have been hurt since we adopted the automatic 
coupler than before. I supposed I was in a position so that I 
might know of some of those facts—if they are facts ; but I 
do not believe them. Mr. Raymond has said some very in- 
teresting thi here, but that idea I repudiate. 

Mr. Cloud, by the way, intimated that somebody from 
New England had given him some information that since the 
adoption of automatic couplers there—I do not remember 
exactly how he worded it—but it was something of the same 
idea as Mr. Raymond brought forward. Now, I am read 
to concede that couplers are being used there that won't 
couple together, but I have yet to learn that there has been 
any ge inesqusstense, ome it. i can readily see ~y? the 
adop 2 0: couplers work a very unpleasan' con- 
dition of things, but as fo the present results, I do not think 





anybody would be justified in saying that there would be any 
oe in consequence of the adoption of any automatic 
coupler, 

r. MARDEN: We have got the old-fashioned draw-bar 
upon most of our freight cars. When the Miller coupler was 
presented to us, it was not put on all our cars, because the 
cars of the company did not, as a general rule, run over 
foreign roads, and it did not make so much difference whether 
the coupler was put on one or all. We want some form 
of vertical hook coupler that has got to assume a form that 
shall couple with an ordinary draw-bar until such a time as 
the ordinary draw-bar is entirely done away with, and it 
must do that with as much safety at least as two ordinary 
draw-bars will couple with each other. I believe that if we 
could wipe out the whole system of draw-bars that we now 
have, that we would notfhave any difficulty. We could not 
adopt and use the Miller draw-bar on our freight cars to- 

y, because it will not couple with safety with the old draw- 
bars, neither will it uncouple, except you uncouple it from 
both cars. I believe the draw-bar we will have to have, if 
we use a hook coupler, will have to be in that shape, 
and that it will eventually do away with the ordinary 
draw-bar and then form of itself a perfect automatic 
coupler that can be uncoupled from either side or 
the top of the car, it wants to be a draw-bar that shall 
insure a greater or rather a less amount of repairs than the 
old-fashioned draw-bar, and I think that can be accom- 
plished. I believe, as Mr. Raymond has stated, that if we 
have any personal opinions we had better make them public. 
They may do somebody some good. I want to say distinctly 
that I am authorized, if a majority of the members should 
vote to adopt some form of draw-bar to-day, to follow in 
with them for the sake cf uniformity. We are not wedded 
to any particular draw-bar, although we are using that form 
which we consider the best. 

Mr. L. GAREY: I have listened with a great deal of pleas- 
ure to the remarks made by the three last speakers. tt my 
memory serves me right, about one year ago a party similar 
to this agreed that the best mechanical “pe for a coupler 
was that it should couple upon a vertical plane. I do not 
think there has been any change in the opinion of those men 
since that time, that that would be the most economical prac- 
tice. That being the case, it appears to me that that point is 
settled. The next thing to do is to say how near we can get 
something that will meet the requirements and embody that 
principle. It appears to me that eventually we shall use 
some form of the hook coupler for various reasons. One is 
that it is the most simple form. Another is that it will neces- 
sarjly occupy a space that can be utilized that is now allowed 
for that purpose. Another is that it will be as little 
an expense as any, and it will be as little liable to 
need repairs. Now, if that principle can be embodied in a 
hook coupler which will not increase the danger of coupling 
with the old types, we are getting pretty near to something 
that we can say is on the road toward what we 
require. Now, I have no interest in any coupler. I never 
had an interest in a coupler, and I never expect to have an 
interest in a coupler ; but I do hope that the gentlemen here 
will express their opinions as to what we want as near as 
they can, and if you have any opinion with reference to any 
special form or device, that we shall have the benefit of it. 

Mr. CovuLTER: I suppose that there is no master car- 
builder in the room but that has his opinions. I have got 
mine, and I expect every one else has his. One great diffi- 
culty is that some gentlemen do not feel like expressing their 
opinions, and some cannot express their opinions. I do not 
think we are going to settle this matter to-ilay, and I would 
suggest as a gi idea that each one-who is interested 
in this matter would get what he considers the best. Let him 
choose what he considers the best, and put on a few draw- 
bars, and I donot think there is any railroad company but 
what would put on a few draw-bars if the Master Car-Build- 
ers or the representative members of this Association should 
recommend it, and watch the results, and come here at the 
next meeting able to report more intelligently about it. I would 
be willing to put on some kind of an automatic coupler on a 
few cars and watch the results, and I think that at the next 
meeting we shall be able to talk more intelligently about it. 

Mr. Wall's resolution was carried, and the meeting then 
closed. 








New Steel Works in the United States. 


Contracts have been made for the erection of a Bessemer 
steel plant at Mingo Junction, O. It will be operated by the 
Junction Iron Co, and the Laughlin Nail Co., Samuel Laugh- 
lin being President of the former company, and his brother 
Alexander of the latter. The plant is to be completed in 
September next. Its location will be near the blast furnaces 
of the Junction iron Co., which will make the Bessemer pig 
iron needed. A part of the equipment, embracing two 5-ton 
converters, three 8-ft. cupolas, a 34-in. reversible blooming 
mill with hydraulic tables and lifting apparatus, a pair of 25 
by 58 reversing engines, and blowing engines with 34-in. 
steam and 48-in. air cylinders and 5-ft. stroke, will be built 
by McIntosh, Hemphill & Co., of Pittsburgh, with C. Am- 
sler, M. E., late of the Riverside Iron Works, in charge of 
the construction and supervision, Eight Holley cranes will 
be built by Morgan, Williams & Co., of Alliance, O. 
Twelve boilers and an iron building 80 by 150 ft., for con- 
verting department, engine and ganister houses, etc., will be 
supplied by Riter, Conley & Co., of Pittsburgh. Four du- 
— pressure pumps will be from Epping, Carpenter & Co. 

he hydraulic so, Pipes. valves, etc., will be furnished 
by Atwood & McCaffrey. The daily capacity will be 300 
tons of nail slabs. The two companies, whose offices are at 
Wheeling, W. Va., though their works are in Ohio, are ex- 
tensive manufacturers of nails, and they ——- their joint 
product of steel nails to be 2,500 kegs daily when their 
arrangements are completed. The erection of the new steel 
plant will involve an expenditure of $260,000. 

The Western Nail Co., of which General W. H. Powell is 
President, has contracted with James P. Witherow, of 
Pittsburgh, for the erection of a Clapp-Griffiths steel plant at 
Belleville, Ill, The building will be constructed entirely of 
iron, and its dimensions will be 90 by 120 ft., divided into 
two compartments. In one compartment will be contained a 
hydraulic metal hoist, two cupolas, with provision for an ad- 
ditional one when required, two 3-ton converters, two 10-in. 
hydraulic rams to elevate bottoms, and the necessary hy- 
draulic cranes for handling ladles, ingots, etc. In the other 
compartment will be the boilers, blowing engines, “— 
blowers, pumps and accumulators, repairing room, etc, The 
cost of this steel plant, fully equipped for producing 125 
tons of steel ingots per day of 24 hours, is estimated at $75,- 
000. The —— of the new steel plant will be 40 tons per 
day ter than the present capacity of the nail works, but 
it is the purpose of the company to increase the nail-cutting 
department. This will require a total of 231 nail machines, 
being 78 more machines than are now in operation. The 
Western Nail Co. has already achieved a high reputation for 
its wonderfully large a of nails. In the year ended 
June 1 it made 342,434 kegs. 

It has been very widely reported that Messrs. Chess, Cook 
& Co,. of Pi , have arranged for the erection of_steel 
works at a site which they have purchased near the 
Thomson Stee] Works, at Braddock. We are informed, howe 
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ever, that it is not their intention to erect a steel plant at 
present. They will builda mill for rolling steel plates for 
nails, but they propose to buy the necessary steel slabs 
until next season, when they may decide to erect converters. 

Messrs. Shoenberger & Co., owners of the Juniata Iron & 
Steel Works, at Pittsburg, are erecting a Bessemer steel 
plant, of which we are promised a complete description when 
the work of erection has made greater progress. 

her iron manufacturers at Pittsburg, Wheeling and 
points further west are earnestly considering the advisability 
of adding steel wpe to their iron works. In some cases the 
only matter to be settled is the process to be adopted. 

In the East a number of owners of iron works will add 
steel plants of various kinds during the year. The Cedar 
Point Iron & Steel Co., of Port Henry, New York, has con- 
tracted for the erection of a a plant to be op- 


erated in connection with its b ‘urnace, being first in this 
country to take this new de . The Pottstown Iron Co. 
is e ing a building at P wn, Pa., to contain its steel 
pest, the character of which has not yet been made public. 
Danville Nail Manufacturing Co., also of Pennsylvania, 
has ted a committee of its directors to investigate the 
vel 


steel-making processes with a view to the adoption of 
the most suitable one for its purpose. Other eastern parties 
are making inquiries concerning the cost of building steel 
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works, but have not yet decided to enter upon the work of 
erection. 

The steel question in the East is on a different footing from 
that in the West. Here it appears to be a question of quality 
of product rather than of cheapening the cost of manufact- 
ure. Iron can still be worked in this section at a lower rate 
than that at which steel can be converted, owing to the lower 
wages paid to rolling-mill employésin the East as compared 
with those paid in the West, where steel is produced more 
cheaply than iron in certain lines of products. Hence the 
tendency to add steel plants to Eastern iron works is thus far 
not specially remarkable.—Bulletin of the American Iron 
and Steel Association. 








The Proposed Standard Freight Car Truck. 





We give herewith engravings of the proposed standard 
freight truck submitted to the Master Car-Builders’ Associa- 
tion at the recent convention by the committee on that sub-_ 
ject, and reprint below the report of the committee: 
REPORT OF COMMITTEE ON STANDARD FREIGHT TRUCKS. 
The previous reports and discussions on this subject are 








— re ne so oa el 
a” | rou. ! 
“a 2 - a | 
' ) > i ' ‘ : + 1 
' a 6 ' t ' ' 
' * ' ee 22) 
wo w ' . oR | 
: ; | RZ SIONS! ifs 
~ ' “ rT ” 
| @ oe | cere wy 0 | 
' uw ’ ‘ 14 1 7! ' We 
' ° ' jee ' Olid, ae 
1 | ' ite oy oo £ ’ 
' ' u ed | i ' ns 
1 + oly? ’ 1 te | ' 
' ee 6 
| | od Tisen-p eset ' Po ot pi : Half Section | Half Section 
Tr |e ! } © online AA. onLine BB. 
' . t ~ i! ¢ : ° ; a! 
' i ae 
| fallitan| let lee » ’ | 
! Ol hes oh Orr / | ? 
' AO ek de ' 
f] ; The "4 e.. Loa | ‘ T 
ge ere ee é 
' ‘ 
ne | poe | a a 
wea | i - - g | io as 
: iP eS Pe ie 
ee . ; 
| (s} as |: ae pt ee | ' 
ube) '; . Ct ' | ‘ 
° , =. 5 Or # id 
rl = ; - J ! 
‘ ' 
hl we hae 
een ry { {—___. —— . 
2, i ew ers 
; in - +5 “= —-t, - ; 
; a §, beciate: eles Tt. ' Oo. [ a 3; 
vw" tw (St aoe, ae 





G+ 
i 











—— 


nea in the printed proceedings of the Association, as fol- 
OWS: 

Niagara meeting, 1882, page 54. 

Chicago meeting, 1883, page 79. 

Saratoga meeting, 1884, pages 36, 102, 108. 

The discussions of our previous reports have resulted in in- 
structions, as follows: 

1. The truck shall be designed for a car of 40,000 pounds 


capacity. 

tt shall be of the diamond type, with cross channels, so 
that it may be used with a swinging bolster or a rigid one. 

3. The wheel base shall be 5 ft. 

4. The centres of arch-bars shall be spread laterally 6 ft. 3 
in. as required by the standard axle. 

5. The distance between centres of bolts through journal 
boxes shall be 8 in., as fixed by the standard journal box. 

We have designed a truck in accordance with these instruc- 
tions, and the plan is submitted for your approval. 

The drawing is sufficiently detailed to secure uniformity 
in the construction of the wrought-iron frame and cross 
chaunels. 

The smaller details have not been worked out, because that 
can be done best after the general plan has been discussed 
and approved, and some of the trucks are built. 

The side-frame bars are 31 in. wide, the arch-bar 1 in, 
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thick, the oe gee arch-bar 1 in. thick, and the pedestal tie | coupler matter by the association would be a positive failure, | giving them the latitude of discretion that they would give if 
bar 44 in. thick. i i } ; i i ienti 

The frame bolts are 13; in. diameter, with a load of 10,000 and — pai note extended discussion of the matter — aay were wise and conscientious ' ; 
Ibs. on each journal; the stress, per square inch, on the arch- | WOU a waste of time. ; magine yourself, for a moment, in the Superintendent’ , 
bar is 4,000 . in the inve arch-bar 5,300 lbs., in the; The whole subject was referred to the Executive Committee, | place. You are honestly desirous of doing injustice to no 
bolts through channels 5,700 Ibs., and the shearing in the | with instructions to consider it, and to solicit assistance of the | one. You see that a certain misstep should be to a degree 
bolts through the journal boxes is 5,000. railroad companies for purpose of employing experts to in- | overlooked, provided your course shall not tend to k 

In the channel-bar at the point of greatest bending moment : Pp ow a y , ; ndboriggaesg 
the unit stress is 7,800 Ibs. vestigate and report. The convention, moreover, passed a | the vigilance of the other employés. But just here is the rub. 

In the trussed bolster, assuming a stress of 10,000 Ibs. per | resolution to the effect that any further attempts by state Some other man with a poor or moderate development of his 


square inch in the truss rods, that in the oak is 2,400 Ibs. In | j.,; as 2 ae : , nee : 
the rigid bolster the stress in the oak is 1,950 Ibs. per square legislatures, acting independently of e :ch other, to prescribe | cautiousness, and with a smaller stock of sensitive honesty in 


inch, The unit stress on the swing hanger is 4,500 lbs., and standards, will be productive of more harm than good. his make-up, takes advantage of the lenient rule which he 
the shearing stress in the swing hanger shaft 4,500 Ibs. In view of the facts stated I am led to remark, that by its | thinks you have laid down for your guidance, and allows his 


= <3 7 departed an — for safety in the pro-| refusal to commit itself to an attempt to take positive action | mind to wander from his duties oftener than he would if the 
s roposed truck. : : ; . . 
Pere ‘sander’. journal box will have the bolt holes enlarged | ™™ the matter in question, on the ground that such attempt | headsman’s axe were hung more squarely before his eyes; and 


for 1-in. bolts, and a proper thickness of metal around the | Would inevitably fail; and by its expression concerning at- | most certainly if such a case were in the hands of an arbitrary 
holes, extending slightly into the box. The truck is arranged | tempts of state legislatures, acting independently of each | or thick-witted superintendent, or one given to unfair favorit- 


for convenient application of automatic train brakes, and for : wots ; ‘ ; zi 
the suspension of the brake beam between the wheels and other, to fix standards, the association virtually assumes the | ism, you would say, and with truth, that nobody could depend 


from the truck frame. ground that I took in my letter of Feb. 18, 1884 | upon fair treatment. Possibly there is no way to obviate this 
The brake beam and shoe form the subject of another com- | (printed in the Railroad Gazette of April 25, 1884), wherein | difficulty; but if there is, it certainly is worth striving for. 


mittee, a plan will admit of almost any form they may | | jnsisted that the community at large, and not the railroad | It would be essential, of course, to have very minute and 
ae mr nm 8 . . . . . ° s 
a caaeaiieh wil tenis diienlatls Wak: imi liaaian. tite plans pre- | Companies, should, as being most vitally interested in the | clearly-defined standards to act upon, if it were attempted to 


sented, the best form for the details will then be determined, | matter, pay the experts (everybody agreeing that the services | mete out different treatment to conscientious and to consti- 
and we trust that a final plan and details may be prepared | of experts are necessary) to be employed to investigate, | tutionally careless, but well meaning men; to the sensitive 


and adopted at the next meeting. report, and make recommendations, in the car coupler affair, | considerate treatment, and to the unfeeling harsher; and it 
ROBERT MILLER, 





J. A. Barr, and that the state legislatures should act in concert in this | would be necessary to have superintendents in whose sense 
WILLIAM FORSYTH, Cieiitten business. of justice and tact in administering it general confidence 
ae. whee: The letter above named advises a convention of state | could be expected. But it is certainly ignoring a most patent 
H. S. Bry AN, ’ railroad commissioners to be held for the purpose of concert- | fact in human nature when this 1s not done; when every man 


ing action looking to the appointment of a commission of | is expected (or supposed) to make the same efforts in the line 

The drawings show a side elevation, cross section and end- | experts, and the making of provision for paying the members | of duty as every other man; and when superintendents are 
view of the truck, with and without swing bolster, and plans, | of such commission; and I here repeat that advice. appointed without a close study of their capabilities in judg- 
also with and without swing bolster. The Master Car-Builders’ Association is just where it was|ing human nature and dealing with subordinates. Roads 

The convention continued the committee for another year, | a year ago (and so is the Car Builders’ Club, as far as heard | which do have the right kind of men to investigate and ad- 
with an approval of its recommendation that a number of | from) as regards action likely to effect any desirable result. | judicate upon lapses from duty, certainly are not warranted 
trucks be built on the proposed plan, for test in actual service. | The Association, however, now acknowledges that any at-| in always punishing all alike for the sake of the example to 
tempt on its part to act in this business, in its capacity as an | others; but they are bound to give all employés the oppor- 




















: : Association, its status being what it is, would fail. tunity of knowing just why a given course is pursued. 
Gontributions . Let the Massachusetts Board of Railroad Commissioners, Perhaps just here we can learn a lesson from the Old 
or some other state board, call the necessary convention. Colony accidents, which were the text of your article; for 
The Car-Coupler Question. J. M. Goopwin. | the general omission to fully explain to employés the why 
SHARPSVILLE, MERCER Counry, Pa., } Railroad Discipline and wherefore of all the small as well as more important par- 
June 19, 1885. { _— ticulars of the business certainly does tend (to say the least) 
To THE EDITOR OF THE RAILROAD GAZETTE : To THE EpIToR OF THE RAILROAD GAZETTE : toward misunderstanding and consequent blunders. Take 


Notwithstanding the fact that the Master Car-Builders’| Referring to your comments of June 19 on the fallibility of | the case of the engineman who forgot that he had received an 
Association, by circular issued some time ago, invited all in- | the human machine, it is, indeed, true that the punishment of | official circular. Do they all stuff their papers into their 
terested in the ‘‘ Car-Coupler Question” to attend its con-|an experienced and faithful employé is a perplexing duty. | pockets, to be brought out next time they think of them ¢ 
vention at Old Point Comfort, for the purpose of taking part | But why is it so? Is it right that.so simple a matter should | Could not a clerk,or baggage-master or messenger, with very 
in a special meeting to be held for discussion of that question, | forever be the cause of worrimetit to conscientious superin- | moderate skill and experience have told him that the only 
and notwithstanding the circumstance that many persons |tendents? Perhaps there may be such a thing as a too close | safe way to remember papers is to have a fixed place to put 
went to Old Point Comfort for the express purpose of attend- | adherence to cast-iron rules and too great pains taken to| them in? Any conductor knows that if papers are put into a 
ing such special meeting, the convention virtually laid the | always treat all cases alike, and on the same principles that | pocket, that there must be a specific pocket, and that it must be 
whole business on the table. all other roads adopt. Is there any such difficulty in private | periodically and very often searched to guard against forget- 

Asthe Railroad Gazette (June 12) reports, there was a | business establishments? Does not the fallibility of the | fulness. Ought not the company to see that engine runners 
general feeling that any attempt at positive action on the car- | human superintendent deter presidents and directors from | are instructed on such points as this, and made to habituate 
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be easily found. Let any engineer cr road-master take any 


some will contemptuously smile at this; but whose duty is it | joint presented to him and make the following simple test : 


to attend to these matters if not the employers’ ¢ What right 
have they to leave it to individual responsibility where life is 
at stake ¢ 
And how about the road’s responsibility in the other acci- 
dent, where the engineman failed to see the signal. What 
kind of a signal was it? Was it not one of the ancient ball 
and pole arrangements, where the same signal shows safety 
to one train and danger to another, and where both runners 
have to look off a considerable distance so as to see it before 
they get to the point of danger ¢ It seems to me that one of 
the great advantages of the semaphore signal is that it can 
be always on the same side of the runner, and can be placed 
where it will in a degree force itself wpon his attention by 
being very close to him; and I fear that in the case mentioned 
these advantages had not been availed of. It is all very well 
for the Massachusetts Commissioners to commend double- 
tracking and such like plans for reducing the chances for 
disaster; but what the managers want to study is, the best 
way to operate the trains, signals, etc., where they must have 
junctions, crossings, ete. 8. G. 








Why Do Rail Joints Break ? 





To THE KpITOR OF THE RAILROAD GAZETTE : 

The extracts from a paper by Mr. Becker, Chief Engineer 
of the Pittsburgh, Cincinnati & St. Louis Railway, published 
in your issue of April 3, and the later communication of Mr. 
J.D. Hawks, Chief Engineer of the Michigan Central, in 
your issue of May 1, seem to be leading up to the point where 
some of the more humble members of the profession may 
safely rise to suggest an answer to the above query, by say- 
ing, ** because they are not strong enough.” It seems strange 
that the self-evident fact that ‘‘a chain is no stronger than 
its weakest link” should not be accepted as a self-evident fact 
in track construction. Mr. Becker's tests show a striking 
disparity between the vertical strength of the joint and the 
rail, The most ignorant, thick-headed logger would puzzle 
his head over the inconsistency, if called upon to use a chain 

made up of 29 links 1 in. steel and one link of %4 in. iron. He 
would say at once that either the 29 links were too large or 
the one link was too small. Still, cool, level-headed business 
men have bound this continent together with chains of just 
these symmetrical (¢) proportions, and instead of taking out 
the weak link and putting in a strong one, as our logger 
would do without doubt, are trying by the use of abstruse 
theories to explain why, in their anomalous product of the 
blacksmith shop, the weak link is the one that always breaks 

So far as I know, the Fisher ‘* bridge ” joint isthe only one 
that makes any pretensions to having anything near the 
vertical strength of the rail. Take, for instance, the joint used 
on the Michigan Central. It weighs, you say, 60 Ibs and is 
44 in. long. Now, if it were as strong as the rail it would 
weigh almost 890 Ibs; not taking into account the fact that 
it is of iron, and usually inferior iron at that, not of best 
shape for strength and weak in its method of application. 

Taken in another way, the material in the joint would 
make an iron rail of 49 Ibs, section; not equal to it, however, 
because of the weak shape and inferior method of connecting, 
with bolts, in one case and with a symmetrical shape and 
absolute solidity in the other. So far as the inherent strength 
of the joint itself is concerned, it gives in effect, in place of 
the 65 Ibs. steel rail, a continuous rail of less than 50 Ibs. per 
yard of inferior iron. For the chain, as a whole, is no 
stronger than its weakest link. This in track is 
not quite true as a fact, however, for the joint bor- 
rows from adjacent portions of the rails some of their 
excess of strength, just as the merchant borrows money from 
his banker to tide over weak spots in his business. Is the 
merchant weaker or stronger in himself from this borrow- 
ing? Would the banker need to keep a reserve of strength 
if his customers did not need to be helped over lame places in 
their finances? Would it not be better if the merchant 
owned instead of borrowed the strength necessary to enable 
him to stand alone ¢ Would it not likewise be better if the 
joint owned, instead of borrowing from the rail, the strength 
necessary tocarry its load? In either case, there is an ap- 
parent but not an inherent strength, a leaning on somebody 
or something else. 

Suppose it were possible and desirable to roil a rail a mile 
long ¢ Who would be bold enough to advocate rolling say 29 
ft. of steel of a 65 lbs. section, and say one foot of iron of 
49 lbs. section for each 30 ft. of its length ? Absurd as such 
a proposition would be, it would be no more absurd than to 
think that we have a track that will carry as much as if it 
were roiled of steel to a 65 Ibs. section throughout. 
If such a rail were ‘possible and rolled as indicated, 
what answer could we give when some unscientific 
but inquisitive young granger wants to know why we 
did not make the links of our chain all the same 
size? He would not see why the many big links might not 
be reduced, or, what will be easier and better, the few small 
ones enlarged so as to give at least some visible evidence of 
being equal to each other in strength. There is a fascinating 
ring about a heavy steel rail that I fear sometimes stifles the 
consciousness that we are paying too much for the whistle in 
something else. Whata saving in first cost 5 Ibs. per yard would 
be on rails we allknow. Let us reduce our 65 Ibs. sections to 60 
and add half of these 5 lbs. to the weight of the joints as now 
used, and we have really a 60 lbs. track instead of an ap- 
parently 65 lbs. and actually a 49 Ibs. one, with any joint 
now used except perhaps the Fisher, which latter does not, 
however, meet the conditions fully, as it is a “ bridge” and 
not a splice. We must have a splice that practically welds 
the rails together. 

How far short of this any of our present joints come may 


1, Take a 30 ft. rail such as they use, and place it on sup- 
ports 29 ft. apart. 

2. Take two pieces of same section each 15 ft. long, con- 
nected together by the joint, and place this also on the same 
support, 4 ft. 814 in. from the other, as they would be in the 
track. Then take pieces of rail and find their middle point 
by balancing on the flange of another piece. Mark this point 
and place it midway between the rails to be tested. Continue 
to load the rails in this manner until the 30 ft. rail takes a 
permanent set or the joint is destroyed. 

The deflection, even before loading begins, will be the first 
demonstration of weakness, and the destruction of the joint 
long before you have impaired the usefulness of the rail will 
be your second demonstration, and all you need. It don’t 
matter how many pounds it takes to accomplish either re- 
sult, the joint will have been found to be much the weaker. 

What should be done, then, is to increase the strength of the 
joint, say one-third, and try again until the destruction of the 
joint and the permanent set of the rail take place at least 
simultaneously. This is the true starting point for a solution 
of this vexed question. ‘‘ How much material will it take?’ 
rather than ‘‘ How little will answer?” will do more to give 


why a bar of iron of less than 50 Ibs. section is weaker than a 
bar of steel of 65 Ibs. section when called upon to render the 
same service and under precisely similar conditions. 
W. R. G. 

[‘;W. R. G.’s.” proposed test would be an un- 
fair and deceptive one. In actual service the two 
ends of the rails resist deflection a3 cantilevers, 
with just half the resistance of the continuous 
rail, and by so much reduce the demand upon 
the fish-plate; reinforcing it not(in any proper sense) 
as a lender reinforces a borrower, but as one partner 
supports another. In the proposed illustrative test, 
not only is this legitimate assistance lost, but the na- 
tural flexures of the rail increase instead of diminish- 
ing the strains of the fish-plates. Therefore, whiie 
testing the strength of joints in the general manner 
proposed is a good and practically the only way of 
comparing one joint with another, it is a wholly unfair 
way of gauging the absolute excellence of any joint 
as compared with a continuous rail. Because a series 
of spliced beams have no strength when supported at 
their extreme ends, are they therefore unsafe when 
supported in the way for which they were designed ? 
Or, to make a closer parallel, suppose a trestle to be 
constructed with projecting ends without any splices 


and good trestle because if the supports be removed it 
has no strength whatever ? 
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Because ‘‘ W. R. G.’s” proofs are bad, however, it 
does not follow that his conclusions are not good. 
There is reason to think that in the main they are 
good. The fish-plate has certain radical defects of 
principle which it is difficult to see a way to remedy 
completely, the greatest of which perhaps is that there 
is a natural abrasion of the surfaces directly under 
the joints, and that when wear has once begun there, 
the joint is gone, if first-class track is to be maintained, 
and no screwing up can remedy it. That it can even 
prevent it in the beginning is itself doubtful, and there 
is a certain plausibility at least in the reasoning that 
the proper way to support a heavy load is by a broad 
support from below rather than by a narrow support 
at the sides.—EDITOR RAILROAD GAZETTE. | 











A Railroad Memorial. 

The statue of Mr. William M. Wadley, for so many years 
President of the Central Railroad Co. of Georgia, was for- 
mally unveiled in Macon, Ga., June 18. The statue was 
erected by the contributions of the officers and employés of 
the company, and the ceremony drew to Macon a large as- 
sembly, including some of the railroad pioneers of the state. 

The Telegraph of that city says: ‘* On Oct. 18, 1843, on 
the completion of the Central Railroad from Savannah to 
Macon, the first train passed over the road and, according to 
the programme, a large delegation from Savannah, consist- 
ing of stockholders, directors of the company and city author- 
ities and other visitors, were received by the people of Macon 
and the surrounding country. A meeting was held and a 
platform erected for the speakers and visitors. John J. 
Gresham, Mayor of Macon, welcomed the strangers and con- 
gratulated them on their first trip over the ‘longest railroad 
in the world’ at the time. Yesterday Mr. Gresham in- 
troduced the orators of the day at the exercises of 
the unveiling of the monument tothe memory of the man 
whose labors contributed to build the road from 1841 to the 
day of completion. Perhaps one of the most unique figures, 
though by no means the most attractive, of the unv eiling of 
the Wadley monument, was that of an aged negro, who 
leaned throughout the ceremenies against a tree on eg ahi 
burg’s corner, head uncovered and ears strained to catch 
every syllable of the proceedings. The old man attracted 
much attention by his peculiar attitude and strange attentive- 
ness. It was learned afterward that he had been in the em- 
ploy of the Central road ever since Colonel Wadley’s first 


connection with it, and experienced both the joys and sor- 





rows of its triumphs and defeats. - When the veil fell the 
faithful old servant gazed long and curiously upon the bronzed 


features of the statue, as if endeavoring to impress its every 
outline upon his memory, when at last he turned away, it was 
with the expression, ‘Dat’s him,’ a compliment that genuinely 
testified to the genius of the artist. Among the earliest em- 

loyés of the Central Railroad are Capt. John O. Davis, of 
Bast Macon, whose first service on the road dates back to 
1837; Mr. Oscar Charlton, the paymaster and first conductor 
of the road, when only 10 miles were built near Savannah, 
and his brother, Mr. John Charlton, who commenced 


as conductor in 1843. Also Dan M. Gugal, Master 
Machinist, who entered the service of the company 
in 1843. Those who knew Col. Wadley, and were 


so accustomed to see him always carrying his head u 
lifted, and often with his black felt hat in his right hand, 
were struck when the veil was removed from the statue with 
the faithfulness in which Mr. Robert oe, the sculptor, 
had followed the likeness of the dead railroad king. On every 
hand nothing but praise was heard of the wor : both as to 
likeness and as a work of art. Mr. Cushing has cause to be 

proud of the manner in which his great work was received. 
Mr. Virgil Powers, who commenced his first railroad service 
on the Central Railroad asa youth in 1835, carrying the 
chain and staking the pegs from Macon to Savannah, was 
among the visitors,” 


~ ANNUAL REPORTS. — 
The following is an index to the annual reports which have 


been reviewed in previous numbers of the current volume of 
the Railroad Gazette : 
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Columbia & C & Greenville. 


This company owns a line from Columbia, 8. C., to Green- 
ville, 143 miles, with branches to Abbeville, 11) ¢ miles, and 
to Anderson, 10 miles; also the Blue Ridge road, from 
Anderson to Walhalla, 321; miles, making a total of 197 
miles. It leases, and practically owns, the Laurens road, 
from Newbury to Laurens, 30 miles, and leases the Spartan- 
burg, Union & Columbia, from Alston to Spartanburg, = 
miles, The com id is controlled by the Richmond & 
Point Terminal C ‘ 

The report for the last fiscal year shows the capital account 
as follows : 











Common stock .....cccces 20 cccvccccccceessccesscscves $1,000,000 

Preferred stock. . a alah ee sb tenbaaes 4 Ghee ieb th — 1,000,000 

Funded debt......... he Ck, es waa b eee RET 3,000,000 

Accounts and balanceS.............ssscceceseee ereeeee 341,274 

PEO ie cccdccct: covrrdsaves 08% eoee steabes 80,023 
Ne Se ait cndgctawdess Rew sendeloty cow Porrrrsrer $5,421,297 

Property accounts...... 21. -.sseeeeeee oe $5,288,928 

hme pn : aan - g ie 

b accoun s receiva e acid sAtnenintg eos ja, 2: 
Cash an __& 5,481,907 


The funded debt consists of $2,000,000 firsts and $1,000,- 
000 seconds, all 6 per cent. bonds. 
The earnings of the road owned were : 





1883 84 1882-83. Inc. or Dec. P.c. 
Freight .............-$876,995  $528.645 0D. $151,690 28.6 
Passengers... ....... 120,627 131,912 D. 11,285 8.5 
Mails, etc... je 32.175 28,554 ) 3,921 14.0 
ee $529.757 $688,811 iD. $159,054 23.1 
Expenses ......-. ... 301,864 417,369 D. 115,505 27.7 
Net earnings .... $227,893 $271,442 D. $43,549 6.1 
Gross earn. per mile... 2,689 3,496 D. 80 23.1 
Net in ; 1,157 1.378 D. 221 16.1 
Per cent. of exps..... 57.0 "306 D. 3.6 


Passenger trains on this road ran 120,228 miles; freight, 
163.278: service and switching, 72,099; a total of 355,605 
miles. These trains carried 116.291 passengers 4,110, "032 
miles, and 119,445 tons of freight 8,807,713 miles. 

The earnings of the leased lines were as follows: 








-—-——-Laurens.—— — —Spart., Un. & Col.— 
1883-84. ae x 9 3-84. rae 

ings. .......... $32,900 1,029 7 #5 
Sic Se ncila hike ® 34,164 34,262 64,016 85,636 
Net earnings...... $1,264" $3,767 $14,048 $20,900 
MME cy rescre ss stab 8 es 50,000 50,000 
Protit or loss L. $1,264 P. $6,767 L. $35,952 L. $29,100 

* Deficit. 

The Laurens road last year earned $1,097 gross per mile. 
The Spartanburg, Union & Columbia earned $1,148 gross 
and 3507 net per mile. The Spartanbur, road carried 


25,280 passengers 786,469 miles and 21,371 tons of freight 
882.667 miles. The Laurens road carried 10,687 passengers 
208,617 miles and 18,298 tons 359,718 miles. 
The result of the year was as follows : 
Net earnings, oo & repegnned eee 
Interest on funded debt... cane 

= floater debt FT ee Pe gee 
Loss on Laurens Railroad was a eotk Ole! +3 1,264 
Spart., Union & Col. 








Deficit for the year. be ihe 4 
The somewhat unfavorable result of the year was ly 
due to the restrictions on rates imposed Sacaus e 7 Caro) 
Railroad Gommission,- Something was 
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crops in the country served. The business of the road is 
almost entirely local, and it is not greatly affected by varia- 
tions in through rates. 





New York, Pennsylvania & Ohio. 


This road is leased to the New York, Lake Erie & Western 
Co., and its operations are included in that company’s report. 
The report of the company itself for the last fiscal year gives 
the following statements. 

The general account, condensed, is as follows : 


SEE ee ne eet ear See $34,999,350 
DET EE ius ccc wees Sennaascsseaaes: ashe boamea ,000, 
eee CEN ly eee 93,957,000 
Deferred warrants for interest...................... ,498.920 
Fg err rr ewes wae 1,199,734 
MRC ets sae Cab atnuncmeamecnse ce eeee cee .e 141,655,004 
Road and equipment.................... $139,.854,709 
Additions and other property.......... ,050,999 
Chicago & Atlantic advances.... .. .. 66,926 
Accounts receivable ................ sees 360,535 
Deposited to meet coupons ....... 321,835 
—— $141.655,004 





The funded debt consists of $8,000,000 prior lien bonds ; 
$47,457,000 firsts ; $14,500,000 seconds, and $30,000, 
thirds. Interest on all but the prior lien bonds is contingent 
on earnings. 

The earnings and income were as follows : 








1881-82. 1882-83. 1883-84. 

IE sas ccneecdlaneks $5,634,202 $6,713,594 $5,909,498 
ene 4,128,437 4,468,869 4,018,459 

Net earnings............ $1,505,765 $2,244,725 $1,891,039 
Rental accrued $1,891,039 
Other income > 31,233 

eee $1,922,272 
of 
SARS 





Other expenses 
a 
Interest, prior lien bonds.... ...............++ 





On account of interest, first mortgage... .... 202,517 
—-— 1,747,024 
I i ON ivi nice coed pssavccssdaba® ves ‘ $175,248 
Add balance from previous account .. . .. .......... 10,553 
Balance carried to current year................. ... $185,801 
The expenditures for additions od gy from Jan. 1, 
1883, to Sept. 30, 1884, amoun' to 9,091 in all, of 


which $135,000 were taken from income; $200,780 derived 
from supplies sold the lessee, and $3,311 were advanced by 
the lessee. 

The lessee has punctually met all the requirements of the 
lease from time to time as they accrued. 





Troy & Creenfield. 


The report of this road, which includes the Hoosac Tunnel 
and is owned by the state of Massachusetts, shows that in the 
last fiscal year the companies operating over its 38 miles ran 
trains 677,251 miles, while the switching and service mileage 
was 177,141 miles. The revenue trains carried 311,710 
passengers 5,666,479 miles and 1,421,910 tons of freight 
52,939,731 miles. The total number of trains run ti h 
the tunnel was 11,573, an average of 37 per day, not includ- 
ing Sundays. 
The income account last year was as follows : 


Tolls, 50 per cent. of gross earnings from traffic ........ $281,414 
GENO. ncdcccccsas 9 snheenewssaebebee ass nnengececs 34, 
I a tal ke a $316,375 
Operation of the road.... ....... ... .......-..- $192,431 
Services for which payment has been collected.. 26,595 
——- 219,026 
i I 5; i ccneibnetinic te tices at eid uke ateed ig saw 8 i 7.349 
Allowed operating companies on business of 1882........ 26,245 
I nis sss oduineee ee eames ae or ee Ne "$71,104 


Of the amount received for tolls the Fitchburg Railroad Co. 
contributed $211,138; the Boston, Hoosac Tunnel & Western 
$28,372; the Troy & Boston $18,992, and the New Haven & 
Northampton, $22,912. 

Expenditures last year on the second track were $173,248, 
making the total to the close ofthe year $955,423. Since 
the close of the year the second track has been completed 
over the entire line. 

As noted in our columns, the Massachusetts Legislature has 
authorized the transfer of the road to a company which 
shall form a consolidated line from Boston to the Hudson 
River, but negotiations for the formation of such a company 
have not yet been opened. 


Cincinnati, Hamilton & Dayton. 


This aan owns a line from Cincinnati to Dayton, O., 
59.9 miles. It also owns the Cincinnati, Hamilton & Indian- 
apolis, Hamilton to Indianapolis, 98.9 miles. It leases the 
Dayton & Michigan, Dayton, O., to Toledo, 142.1; the Cin- 
cinnati, Richmond & Chicago, Hamilton to Richmond, Ind., 
44, and the McComb, Deshler & Toledo, 8.9; a total of 353.8 
miles. The report is for the year ending March 31. 

No considerable changes in capital account were made dur- 
ing. the year. 

he earnings for the year were as follows: 











e 1884-85, 1883-84. Inc. or Dec. P.c. 
NN one occcndcks ce $1,657,670 $1,772,569 D. $114,399 6.5 
Passengers............ 1,034,198 ,085,147 D. 50,94! 4.7 
Mail and express..... 00,459 94,574 I 5,885 6.2 
Miseellaneous...... ; 73,607 90,171 D. 16,564 18.4 

Total .. ....... .... $2,865,°34 $3,042,461 D. $176,527 58 
TINE ss <.. b:hn 00005 1,753,852 1,994,767 D. 240,915 12.1 
Net earnings... ... $1,112,082 $1,047,694 L. $64,388 6.1 
Gross earn. per mile.. 8,100 8.599 D. 499 5.8 
Net - - 4 . 2,961 I. 182 6.1 
Per cent. of eXps. .... 61.3 5.6 D. Gs. & ac 
There was an increase of 1.6 per cent. in ton-mileage and 


of 0.6 per cent. in ] re ge, but the lower rates re- 
sulted in a loss in earnings. The rates obtained on traffic 
were, in cents : 





1 5. 1853-84. Decrease. P.c. 
Per passenger-mile... ...... 2.132 2.252 0.119 5.3 
Per ton-mile.. ...... ..:.... 0981 1.065 0. 7.9 


The cost per passenger-mile was decreased 0.185 cent 
and per ton-mile 0.105 cent, leaving an increase in the net 
profit of 0.066 and 0.021 cent respectively. 
The decrease in expenses was chiefly in maintenance of 
way, where the reduction last year was 32.5 per cent. 
he result of the year was as follows : 


Net aerningh: OR GNOFS.ci0.6icécces s seek esdibeni ds $1,112,082 
SU, MOR TI ss oe aces nc) signetes sae) $733,353 
Dividends, 6 per cent. on all stook............ 236, 
—-— 970,789 
Balance, surplus for the year................. .... $141,293 
surplus on the Cincinnati, Hamilton & Dayton was 
s16 bet ; on the Cincinnati, Richmond & Chicago $66,951; 





the loss on the Cincinnati, Hamilton & Indianapolis $92,543. 

The Vice-President’s report says: ‘‘The decrease in ex- 
penses is owing to the depreciation in the cost of 
material used, together with a strict economy in labor, and 
has not occasioned detriment to the property ; but on the con- 
trary, as demonstrated by its condition, and as shown in the 
accompanying statements of the amount of work done and 
materials , it has been much improved. It is also owing 
to the fact that the condition of the , required unus- 


ual expenditures for maintenance in two — years, 
and that this year we begin to receive the benefits of the 
systematic improvements of that time.” 





Baltimore & Potomac. 


owns a line from Baltimore to Washington, 

43 miles, with a branch from Bowie, Md., to Pope’s Creek, 
49 miles. The road is controlled by the Pennsylvania Rail- 
road Co., and its bonds are guaranteed jointly by that com- 
pany and the Northern Central. © The report is for the year 
ending Dec. 31. 
The traffic reported for the year is as follows : 





This oupeey 





Passengers Tons 

carried. earried 

Washington Line....... ... ......... ....1,486,419 549,805 
PS CE Dick iocssccaccce soseseenbe 49,550 34,391 
hae dbaiedd Reals i lon 535,969 584.296 
BE IG as. cbindsndcsd ics Sache wabenes ce 1,332,241 583,516 
OS ERS eRe ISA! 17” 203,728 780 
Pea ss.s0s0 cb backs nnasstecascebemeians 15.3 0.1 


The number of passengers increased 191,772 on the Wash- 
ington Line, and 11,956 on the Pope’s Creek Line. The 
freight increased 4,282 tons on the Washington and de- 
¢ 3,502 tons on the Pope’s Creek Line. 

The earnings for the year were: 








, 1884. 1883. Inc. or Dec. P.c. 
Earnings........... $1,224,572 $1,156,419 I. $68,153 59 
Expenses . ....... 838,938 89,291 I. 29,647 3.7 

Net earnings..... $385,634 7,128 I, $38,506 11.1 
Gross earn. per mile 13,311 12,570 si. 741 5.9 
Ne ie af 4,192 3,773 1. 419 11.1 
Per cent. of exps.. 68.5 0.0 8 6f. 1.5 


The earnings were divided between the Main or Washing- 
ton line and the Pope’s Creek Branch as follows: 





-——Per mile.—— P.c. cf 
Earnings. Netearn. Gross. Net. exps. 
Washington Line. .$1,170,395 $395,060 $27.218 $9,187 66.2 
Pope's Creek Line. 54,177 *9,426 DD . éssss0 1174 
I canst $1,224,572 $385,634 $13,311 $4,192 68.5 
*Deficit. 
The Pope’s Creek Branch has never yet earned its working 
— in of ear. 
he result of the year was as follows: 
Net earnings, as above............ 6.66 cece cee eens ceeeeee $385,634 
CORUM ER iaicccdctnen ccpeocans seesdse $270, 
Interest, rentals, etc... .......... cece cece eee 57 107 
-—-—_ 327,107 
RNS. Sen sehen i cede, <celcwetad Weses. cts 6h cen $58,527 


Interest, other than that on bonds, is on temporary debt 
incurred in building second track. Expenditures for con- 
struction were $29,181. 

For the four months of the present year to April 30 the 
gross earnings show an increase over last year of $77,880, or 
21.2 ved cent.; the expenses increased 314.799, or 5.7 per 
cent., leaving a gain of .081, or 57.8 per cent in net earn- 
ings. 





New York & Greenwood Lake. 


This company owns a line from West End, N. J., to the New 
York state line at Greenwood Lake, 43 miles, with a branch 
to Ringwood, 3 miles, It works under lease the Watchung 
road, from Woodside to West Orange, 4 miles. Its trains 
run over the New York, Lake Erie Western track from 
West End to Jersey City, 2 miles, and use the Erie stations 
a —_— to New York. The report is for the year ending 


The stock, which is chiefly owned by the New York, Lake 
Erie & Western Co., is $100,000, and the bonded debt is 
$2,720,000. 

The earnings for the year were: 

1884, 








& 1883. In. or De. | 

Passengers ......... ... $89,862 $88,234 I. $1,628 1.8 
eee 81, 74,936 I. 6,414 8.6 
Mics sebeshagmsenie 10,232 9,798 ~=si&:. 434 4.5 
epee $181,444 $172,968 I. $8.476 4.9 
eee 175,774 166,493 I. 9,281 56 
Net earnings......... $5,670 $6,475 D. $805 12.6 
Gross earn. per mile... 3,629 3,459 =I 170 4.9 
Net 2 saa a tee 113 129 D. 16 12.6 
Per cent. of exps....... 96.9 96.2 IL. 0.7 4 


Mr. Abram 8S. Hewitt, the President, says in his report: 
‘* The net result for 1884 on transportation account shows a 
profit of $5,670. But against this is to be charged the loss in 
operating the Watchung Railroad, amounting to $8,556; 
= for interest, $11,459; claims which accrued prior to 

anuary 1, 1884, but were paid in the year 1884, $7,318; 
leaving a deficit for the year of $21,664. 

‘* The deficit at the close of the year 1883 was $164,711, 
which, adding the deficit of the ny 1884, leaves the total 
deficit on the first of January, 1885, $187,375. This amount 
(about one-fourth of which consists of taxes paid to the state 
of New Jersey) represents the loss in running the railroad, 
since it came into the pope of this company six years 

0, for the benefit of the public, without any advantage 
whatever either to the stockholders or bondholders. 

‘** The condition of the road has steadily been improved, as 
oa a a road-bed as in its ee and superstructure. Dur- 

t year an unusally large expense was incurred in 
consequence of replacing two wooden brid at Bloomfield 
with iron structures and rebuilding the bri over the Pas- 
saic and Pequannoc rivers. the present year the 
anne bene on the upper part of the road ought to be 
rebuilt. Every effort consistent with safety, however, will 
be made to keep the outlay within the receipts.” 


Canadian Pacific. 


The report of the directors for the year 1884, as presented at 
the recent annual meeting in Montreal, has the following: 
‘**On the mountain section the rails are now laid toa point 
near the summit of the Selkirks, forming a continuous rail 
connection from Montreal westward for a iiaee ce of nearly 
2,500 mi On the government section between Port 
Moody (the present 
K , & distance of 213 miles, the rails have been laid. 
On the section between Savona’s Fe and the present end 
of the track, near the summit of the Selkirks, a distance of 
203 miles (the only remaining gap between Montreal and the 
Pacific Ocean), the work is so far advanced as to justify the 
expectatioa that the rails will be laid before the end of Sep- 
tember—comple the track from end to end of the entire 
main line (2, Boe O:9 


Pacific Ocean terminus) and Bavone’s z 


may be well to remind the shareholders that at the nning 
of the present year there remained in the hands of the gov 
ernment an une cash balance of $8,633,082, available 
for the work under contract with the government. This 
sum, as has already been officially stated, is sufficient to com- 
plete the work remaining to be done, according to the terms 
of the contract. 

‘* But necessarily, the directors have made during the past 
year —_ expenditures for rolling stock, grain elevators, 
terminal and other facilities, and for the general improve- 
ment of the lines in operation—all necessary to secure the 
requisite high standard of efficiency, though not fully fore- 
seen at the time the contract was made with the govern- 
ment. 

“The amount expended towards this object during the 
past year was $4,702,684, and this sum, it will be noticed, 
accounts for the greater part of the floating debt shown in 
the balance sheet. Further additions to the equipment are now 
being made; additional facilities will have to be provided 
immediately, and the usual improvements incident to all new 
lines must be made from time to time, All the various needs 
of a new railway in a new and rapidly-growing country, and 
everything necessary to secure economical and efficient 
operation, and the full development and permanent control of 
its traffic, must be supplied. For these purposes the estimated 
amount required will be $5,045,000. 

‘* At the end of December last, according to a balance 
sheet submitted, the total assets of the company amounted to 
$216,711,725, as under: 

Assets : 
2,658 miles railway and appurtenances, including 
steamships and tele; e Res $115,173,416 
713 miles railway, built by government, and given 


to ad free, as part of subsidy ... ... ...... 35,000,000 
21.399,737 acres of agricultural Jands valued at $2 

DPGNEEN cncdde< asx? coccbectuserseee. sigweek seepvess. Geer 
Amount in hands of government to pay 9 years 3 per 

cent. dividend on capital stock of the company ... 14,288,288 
Balance dne on lanils sold ...............004 sesseees 2,078,286 
Land grant bonds in treasury............ .66.cceeeeee 728, 
SEND isiescos abn s dha dare conan. Been Gee anus 6,643,759 


Tn iis ons. 565% bs es dees ts eee 

Liabilities : 

IE SE ii nnc sss coukoupeas 008 $65,000,000 

Canada Central bonds... ....... 1,824,333 
Quebec province (due on account Q. M. 

oO.  -i.% > Conconnsese a 3,500,000 

Dominion government loan ........... 26,007.512 

Land grant bonds (cu s'anding)... 3,688,000 

Floating Gemts.........ccccssecercsesere 6,895,461 








106,914 306 


** As the shareholders are already aware, persistent efforts 
of the enemies of the company at home and abroad to destroy 
confidence in the enterprise have been so far successful that 
the $35,000,000 of unsold shares of the capital stock of the 
company have become practically useless as an available re- 
source. The directors have in consequence been obliged to 
apply to the Dominion government for a modification of the 
terms of the act under which the loan of last year was granted 
to the company. And a measure is now before the Dominion 
Parliament which provides among other things for the can- 
cellation of the $35,000,000 of unsold shares, and the substi- 
tution therefor of $35,000,000 in 5 per cent. first-mortgage 
bonds. The measure also provides for the postponement of 
the payment of the indebtedness of the company to the 
government, amounting to $29,880,912 to May 1, 1891, and 
for the reduction of the rate of interest from 5 per cent. to 4 
per cent.; the government agreeing to accept $20,000,000 of 
the proposed bonds as security for the payment of an equal 
amount of the debt; and, as security for the payment of the 
remaining $9,880,912, to retain a first lien on the unsold land 
of the company, subject to the outstanding land grant bonds. 

‘*Should this measure become law, the position the com- 
pany will occupy on the opening of the through line next 
spring may be summed up as follows : mix 

‘* It will have a cash deposit in the hands of the Dominion 
government sufficient to pay semi-annual dividends at the 
rate of 3 per cent. per annum on its #65,000,000 capital 
stock for seven and a half years, or until the end of the acs 
1893. It will own 3,299 miles ; and will hold under lease 
695 miles of fully completed and thoroughly-equipped rail- 
way, forming a total mileage of 3,994 miles. It will own 
more than 21,000,000 acres of agricultural lands. It will 
own three fine steel steamships ov the great lakes, and an ex- 
tensive and well-appointed telegraph system, with power to 
extend its telegraph lines to all parts of the country. All 
this property. together with certain outside assets, in all 
valued at $230,960,585, will be represented by a total in- 
debtedness of $53,892,245, bearing an unusually low rate of 
interest : and by $65,000,000 capital stock, for which divi- 
dends for 714 years will be in hand. : 

** The opening of the through line to the Pacific Ocean for 
regular traffic in the spring of next year will be the full 
accomplishment of the national and political objects which 
the government of the Dominion had in view in subsidizing 
and aiding the construction of a trans-continental line 
through Canadian territory; the company will then have 
fulfilled all its obligations to the government under its con- 
tract; it will be in the same position as any other purely 
commercial enterprise, and will depend for its prosperity 
upon the development of traffic and prudent management. 

e value of the property as an investment must then be 
measured and determined solely by the amount of money it 
can earn. : ; 

‘The following results of the operation of the railway for 
the last two years have been obtained from it asa new and 
incomplete railway, only in partial operation, and having to 
a large extent to create its own traffic, and that, too, during 
a period of unexampled commercial depression: 











$1 080. 902 § rete 631 
P DE i ccucccessnecaes’s ,980,902 1, ar 
Freight ETE RE AS IRE EEL 3,410,365 3,755,915 
SEE o- 55.g5 8 dsndneee sete 'ace +e4n00s2ann6 85,736 109 
BEPTess. ...2.... 000 cocscee eosccceces 95,671 57, 171 
Sleeping Cars.........--+-0++seeeeeeeeeee 43,492 24,071 
MBCOMAMCOUS. 20.0000 cece sees seccece 134,352 52,796 
III sa6% 00 esse cesaveseens $5,750,521 $5,423,695 
malian seamen . S0decse- cegnesoe eeuscnes 558, 4,862,552 
Wet- Carmine 6.6.2 .052.0. scvccscccece $1,191,890 $561,143 


‘‘ Construction material included in above earnings : 1883, 
$1,274,000 gross ; 1884, $623,193 gross. > 

** The amounts included for carriage of construction mate- 
rial do not affect the net result, as it was carried at absolute 
cost, and such cost is included in the expenses. 

‘* During the first four months of the — year, 1885, 


the earnings and expenses have been as follows: ioc 
Ne 

Earnings. Expenses. earnings. 
january . .. $423,71 ,058 $84,705 
ey AEE Le 401,508 334,361 67,146 
ree 489,151 360,624 128,527 
FG 65 Kkon conwheennnesh.apae) eA 692,141 367,776 334,264 
DOR css iscriivecsiveseeil $2,006,565 $1,401,821 $604,744 


‘‘ There is thus shown an improvement in net results over 
the first four months of last year of $922,014; the amount 
of construction material carried this year being $129,318 





‘**In considering the financial position of the company it 


gros, as compared with $106,120 gross for the same time 
ast year,” 
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EDITORIAL ANNOUNCEMENTS. 


Passes.—All persons connected with this paper are forbid 
den to ask for passes under any circumstances, and we 
will be thankful to have any act of the kind reported to 
this office. 





Contributions.—Subscribers and others will materially 
assist us in making our news accurate and complete if 
they will send us early information of events which take 
place under their observation, such as changes in rail- 
road officers, organizations and changes of companies, 
the letting, progress and completion of contracts for new 
works or important improvements of old ones, experi- 
ments in the construction of roads and machinery and 
in their management, particulars as to the business of 
railroads, and suggestions as to its mprovement. Dis- 
cussions of subjects pertaining to ALL DEPARTMENTS of 
railroad business by men practically acquainted with 
them are especially desired. Officers will oblige us by 
forwarding early copies of notices of meetings, elections, 
appointments, and especially annual reports, some notice 
of all of which will be publi hed. 


Advertisements.— We wish it distinctly understood that 
we will entertain no proposition to publish anything in 
this journal for pay, EXCEPT IN THE ADVERTISING COL- 
uMNS. We give in our editorial columns OUR OWN opin- 
ions, and those only, and in our news columns present 
only such matter as we consider interesting and im- 
portant to our readers, Those who wish to recommend 
their inventions, machinery, supplies, financial schemes, 
etc., to our readers can do so fully in our advertising col- 
umns, but it is useless to ask us to recommend them edi- 
torially, either for money or in consideration of advertis- 
ing patronage. 








THE MASTER MECHANICS’ CONVENTION. 


The convention of the Master Mechanics’ Associa- 
tion in Washington last week is, upon the whole, to 
be considered as one of the most successful which the 
Association has held. The attendance was large, 
fully the usual number of members being present, 
and, in spite of the heat of the weather and the out- 
side attractions presented by the city, the attention to 
business was close, and there was very little delay in 
the trausaction of business. 

Considered purely as a technical association, the 
master mechanics have this advantage over the car- 
builders, that their entire time at the convention can 
be given to the consideration of technical subjects. 
The interchange of locomotives between different 
roads practically does not exist, and there is no occa- 
sion for the elaborate system of rules and schedules of 
charges for repairs, the yearly readjustment of which 
makes a serious inroad into the time of the car-build- 
ers’ meeting, The master mechanics have, it is true, 
a more complicated construction and perhaps a wider 
range of subjects to deal with, but their meetings are 
more purely technical and are free from the business 
element which necessarily pervades to a certain ex- 
tent those of the other association. 

As usual, much of the interest of the meeting cen- 
tred in the committee reports. Some of these reports 
presented at the convention were very carefully pre- 
pared, as notably the first one, on Improvement 
in Boiler Construction, which in form was a 
perfect model of what such a report should be, 
thoughtful, carefully studied, impartial in tone, and 
summarizing existing practice and probabilities in 
every leading detail. Others of the reports were also 
excellent in their way, in that they gave, or attempted 
to give, a good deal of practical and definite informa- 
tion, as the reports on. New Plans for Construction 
and Improvement in Locomotives, Improvements in 
Valve-gear, Steel Castings, Testing Boilers by Hy- 
draulic Pressure, and Smoke-stacks and Spark- 
arresters, all of which were quite full. 

Itis true that nearly all the committees complained 
of the small number of answers received to their cir- 
culars—a complaint which has been made at the con- 
ventions year after year, without much effect. In 
most cases, however, the topics on which reports 
were made were subjects on which there is a great deal 
to be said, and the answers actually received, 
which were in many cases carefully studied, presented 
material for a good deal of discussion, and the amount 
of technical information presented was by no means 
inconsiderable. A number of interesting facts and 
experiments, largely of recent date, were presented in 








the reports, while others were brought forward in the 
debate. 

The discussions were in most cases sharp and to the 
point, and while in some of them wide differences of 
opinion were made manifest, this led to the bringing 
up of facts and arguments on either side which in- 
creased both the interest and the value of the debate, 
and no one who paid close attention to the proceedings 
could fail to learn something on the questions in hand. 

The difference between the two associations above 
referred to is illustrated by their action on standards. 
While one of the chief efforts of the Master Car-Butld- 
ers’ Association has been to establish standard forms 
and sizes for parts of cars, and to some extent for the 
cars themselves, and every year the leading discussions 
are on those points, the Master Mechanics’ Associa- 
tion hasdone very little inthis direction. As Secre- 
tary Setchel’s report, presented last week, shows, the 
Association has adopted very few standards, the most 
important, perhaps, being those for screw-threads and 
nuts. No attempt whatever has been made to pre- 
scribe any standard form of locomotive or boiler con- 
struction, or anything approaching to it. 

This is perhaps as it should be. The standard classes 
of locomotives are desirable on each road or system 
for convenience of classification and repairs; any ap- 
proach to such an arrangement extending beyond a 
single line would be of little benefit to any but the 
locomotive building shops. As one member expressed 
it at the convention, too much uniformity would be 
fatal to improvement in construction, and this seems 
to be the general feeling. 

It is noticeable that while the master car-builders 
seem to have settled down permanently to the practice 
of holding the convention at some watering-place, the 
master mechanics adhere to the cities. Undismayed 
by their experience of Washington in hot weather, 
they voted to choose Boston for next year’s conven- 
tion. Why there should be this difference of opinion 
is one of those things whose reasons lie deeper than 
an ordinary mind can go. 

A feeling of sadness was cast over the opening of 
the convention by the action taken in relation to the 
death of the late president, who was one of the oldest 
and best known of the members, and whose constant 
attendance at the conventions and active participa- 
tion in: the proceedings had made him familiar to 
all. 

It may fairly be said that the convention on the 
whole showed that the Association has abundant vital- 
ity, and is making continued progress in the wide 
field which is open to it. |The advance is necessarily 
slow, and may often seem too cautious to impatient 
members ; but as long as there continues to be progress 
from year to year, the Association is doing good work, 





THE WINTER GRAIN MOVEMENT. 





Taking this to mean the movement during the 
period that navigation is closed, it usually covers a 
period of alittle less than five months for the lakes and 
two weeks more fur the Erie Canal, but sometimes the 
lakes are closed but four months. This year they 
were closed fully five months. The statistics 
given below for the total movement are for 
the five months from December to April, in- 
clusive. They include grain of all kinds, but 
not flour. The ‘Northwestern markets” whose 
receipts and shipments are given are Chicago, St. Louis, 
Peoria, Milwaukee, Duluth, Detroit, Toledo and Cleve- 


land. The Atlantic ports are New York, Boston, Port | ¢ 


land, Montreal, Philadelphia, Baltimore, New Orleans 
and, this year only, Newport News. The receipts and 
shipments of the former and the receipts of the latter 
for the five months ending with April for the last 12 
vears have been, in bushels : 


Grain Movement, December to fore, inclusive, for 12 years, in 
bushel 








Northwestern Northwestern Atlantic 
Year receipts. shipments. receipts 
1873-74 See Ul 31,126,138 2,995,527 
1874-75 .. . 40,800,924 19,738,664 26,032,377 
1875-76. . .. 45,677,016 29,877,904 40,770,885 
1876-77.. 43.364 462 26,599,317 41,131.389 
1877-78... - 61,017,198 44,476,156 72, 616,301 
1878-79... -. 64,402,952 40,377,517 77,813,977 
1879-80... -» 77,601,332 51,857,009 77,253,329 
SPE vee ascncseaveus 65,485,480 44,464,138 70, 349, 361 
1881-82 ... 66,364.313 48,723,202 9 
1882-83. .., 94,648,191 57,655,698 
1883-84 . 92,086,338 62,722,861 5,058,253 
0 rere = 105,766,175 67,290,400 74, 092. 810 


Thus the receipts of the Northwestern markets were 
much larger this year in this period than in any pre- 
vious year, and 15 per cent. more than last year. 
Compared with 1880 and 1881, when the whole year’s 
receipts were much larger than they have ever been 
since, the increase this year has been 36 and 54 per 
cent. respectively. This is not wholly due to an in- 
crease in production, though the last crop of the country 


7 1 A total gaia OF (18 PD. C.)..6 cccccss secsece os 





was somewhat larger than in 1879 and 1880, but partly 
to the fact that a much larger amount is raised now | 


in that part of the country which ships to the North- 
western markets, and partly to the much lower 
through rates to the seaboard, which tend to encour- 


age winter shipments, while in the years named the 
grain was more generally held till the opening of navi- 
gation. 

The figures do not show the whole increase in the 
movement, however, because it does not include flour. 
The receipts of this for the first four months of this 
year were 16 percent. more than last year and 24 per 
cent. more than in 1882. 

The shipments from the Northwestern markets also 
were larger this year than ever before, though only 
about 7 per cent. more than last year, the increase in 
receipts having been more than three times as great 
as the increase in shipments, The excess of the total 
receipts over the shipments was enormously greater 
this year than in previous years of great crops—no 
less than 38 million bushels, against 24 millions in 
1879, 26 in 1880 and 24 in 1881. In 1883, after a heavy 
wheat crop but a light corn crop, the excess was 37 
millions—nearly as much as this year. 

The Atlantic receipts have not kept pace with the 
movement to and from the Northwestern markets. 
They were this year about 4 per cent. less than in 1879 
and 1880, and but little more than in 1878 and 1881. 
But they were 64 per cent. and 29 million bushels 
more than last year, and much greater than in any 
year since 188]. 

These Atlantic receipts vary greatly with the export 
demand, and do not vary closely with the North- 
western receipts, because they come partly from a large 
territory which does not send by way of the North- 
western markets and sometimes ships large quantities 
of grain. This was the case in 1878 to 1881, inclusive, 
when there were great crops in the Ohio Valley and 
elsewhere east and south of the ‘‘ Northwestern mar- 
kets.” Until 1882 we see that the Atlantic receipts 
exceeded the Northwestern shipments very largely, 
and usually exceeded the Northwestern receipts 
even. The excess of Atlantic receipts over North- 
western shipments in the four years from 1878 to 1881, 
inclusive, was 28, 37, 25 and 26 millions, respectively, 
but the Northwestern shipments exceeded the Atlan- 
tic receipts by 12% millions in 1882 and by 1732 in 1884. 
This year, as in 1883, the Atlantic receipts have ex- 
ceeded the Northwestern shipments by about 7 million 
bushels. 

There thus was an extraordinarily large grain move- 
ment last winter. Including flour, which has in- 
creased enormously since 1881, Atlantic receipts as 
well as Northwestern shipments have been larger 
than ever before. The large crops (and the low rates) 
have had their natural effect, and if earnings have not 
been satisfactory it has not been because of a lack of 
grain to carry, but because there are a great mary 
more railroads to carry it than in 1880 and 1881, when 
the roads were making a good deal of money on this 
traffic, and because they carry their smaller share of 
the larger business at lower rates. 

The distribution of the grain business among the 
several markets, west and east, will next engage our 
attention. For this the figures are not for the five 
months beginning with December, but for the four 
months beginning with January. For the last six 
years the receipts of the Northwestern markets (grain 
of all kinds but not flour) for these four months have 
been : 

1335. LR8t. 1883. 1882. 1881. 1880. 
Chic. ... 38,252,026 33,685,209 33,444,926 22,887,302 17,928,473 21,710,740 


5,591,497 5,690,013 411227329 4'318/021 
312848 3,787,723 6,024,070 8,392,463 







3,974,983 2,053,172 ns 2 pony 
; ae 1,4 449,653 953; tia eae 1,083,661 1,528,390 toa8 838 
St. Lou. 16,434, 528 14, 129,176 11/927 ,»2U3 11, 208.914 12 "381,001 15,153,400 
Peoria. 8,296,145 8,048,638 7,457,440 8,547,850 7,523,230 6,486,555 
Duluth. 2,052,579 579 372,956 623,322 269,73! 





Total. 78,707,751 70,159,795 73,709,403 53,628,374 52,130,808 62,487,246 


The increase over last year is 12 per cent., over 1883 
54 per cent., over 1882 47 per cent., and over 1880, 
when the movement was very large, the increase is 
26 per cent. 

Compared with last year, there is: 

. $548,000 bushels. 


At Chicago a gain of (1434 p.c.)......... .. 4,616,000 ” 
At St. Louis a gain of (1644p. c.)..... .. 2,305,000 +¢ 
At Duluth a gain of (450 p.c.).... ... - 1,680,000 - 





At Milwaukee a gain of (L3 p. c.) . -- 637,000 a 
At Clevelanda gain of (52 p.c.)....... ....... 497.000 " 
At Detroit a gain of (18 p. c.)......... ..... 495,000 < 
At Pecriaa gain of (3 0. c.)........ ...... ... 248,000 
At Toledo &@ loss Of (SE P. C.)....ccccrcccceces. 1,929,000 


The increase of production last year was extraordi- 
narily great in the country directly west and north- 
west of Lake Michigan, which markets chiefly at 
Chicago, Milwaukee and Duluth, and it was to be ex- 
pected, therefore, that the chief gain should be at 
these ports. In fact, 6,933,000 bushels of the total in- 
crease of 8,548,000 bushels was at these three mar- 
kets, one-fourth of it at Duluth, which here- 
tofore has received only an insignificant amount 
of grain while the lakes were closed. But 
there was also a large increase at St. Louis, though 
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the country from which it receives most grain had ex- 
cellent crops the year before as well. But Toledo re- 
ceives largely from the same country as St. Louis, and 
we find there a very large decrease. 

The tendency of the trade, however, appears better 
from a comparison with 1880, which, like this year, 
was a year following good crops of all kinds, though, 
unlike this year, there was a great foreign demand 
for themthen. The gains and losses at the different 
markets since 1880 have been : 





Bushels. P. ¢. 

WORM NR oko Sod i nse veieteeadesadonceabanewees 16,220,500 26.0 
Gain at COD. nici enckees <6nbnhenantin neni 13,541,000 54.8 
* Duluth ioe ead) Bae ia 5 All 

* Peoria ‘ 28.3 

* Milwaukee 305, 30.2 
I 482 ons aR ueamas chaise bee 1,281,000 8.5 
GED fs c255 sea cakes <eeaeaecenaeewe 1,186,000 57.5 

ot. SE ND Se 63 Scan nce cede a cetbas esate 61,000 4.4 
EROS Bh DOR 66 1h; be sncdscnssnewevnseee <mceks 5,037,000 60.0 


Thus five-sixths of the total gain since 1880 has been 
at Chicago, and at Chicago, Milwaukee and Duluth 
the gain has been greater than the aggregate gain, for 
the loss at Toledo has been greater than the aggregate 
gain at St. Louis, Peoria, Detroit and Cleveland. The 
gain at Detroit is very large, however, due largely, 
doubtless, to the extension of the Wabash to that 
place, which now receives some grain that otherwise 
would have gone to Toledo, and at Peoria the gain has 
been a little more rapid than the average (28} per 
cent. against 26); but the great facts impressed 
by these statistics are the very rapid gains of Chicago 
and Duluth, and the great loss at Toledo, coupled with 
the moderate gain at St. Louis, where the amount of 
gain since 1880 has not been one-tenth as great as at 
Chicago, not so great as at Peoria or Milwaukee, and a 
third less than at Duluth. 


The percentage of tke total Northwestern receipts | py; 9 


arriving at each of these markets in each of these years 
was: 
1885. 1884. 1883. 1882. 1881. 1880. 
Chicago ........ 48.6 480 454 39.0 344 39.6 
Milwaukee. .... 7.1 71 75 10.6 79 6.9 
Toledo........ 4.3 7.5 8.6 71 116 13.4 
Detroit........ 4.1 3.9 5.4 3.8 5.0 3.3 
Cleveland....... 1.9 1.4 1.9 2.0 2.9 2.2 
St Louis. ....... 209 201 23 29 23.8 243 
Pooria........... 10.5 15 101 161 44 103 
Duluth ...... 2.6 0.5 0.8 0.5 cone aes 
Totals....... 100.0 100.0 100.0 100.0 100.0 100.0 


Thus Chicago and Duluth received a larger share of 
the total this year than in any other, Milwaukee a 
smaller share than in 1881, 1882 or 1883; St. Louis a 
smaller one than in 1880 and 1881, and the same as in 
1882; Peoria less than in 1881, 1882 or 1884, and Toledo 
much less than ever before and not one-third the per- 
centage it had in 1880. Chicago, Milwaukee and 
Duluth together have received in the several years: 


1885. 1884. 1883. 1882. 1881. 1880. 
ceeeeeeee 58.3 55.6 53.7 350.1 42.3 46.5 


Of their aggregate gain of 11.8 per cent. since 1880, 
no less than 9 has been at Chicago, in spite of the 
springing up of Duluth asan important market since 
then. 

The tendency thus has been to a rapid growth of the 
markets on Lake Michigan and Supericr, and com- 
paratively a moderate one elsewhere, easily explain- 
able by the fact that these markets receive most of the 
grain from nearly all the territory where much new 
land has been brought under cultivation except Kan- 
sas, and a good deal from Kansas. They are the 
markets of the country that has been growing. 

We will now examine the receipts of the Atlantic 
ports, which some six or eight years ago were watched 
very closely because of a rivalry between New York 
ard Philadelphia and Baltimore, and later because of 
an expectation that New Orleans might gain a great 
export trade after the improvement of the mouth of 
the Mississippi. Now the receipts of the several At- 
lantic ports for the four months ending in April for 
ten successive years have been: 


Per cent... 


188: 1884 1882. 1881. 
New York.. = 8B, 314, 58 14,492, 299 * 5a \883 13,663,269 22,617,987 
Boston......... 5, $74,009 5,233,927 168,564 4,873,162 7,035, 047 
ee i 271,093 1,914,483 L 308 705 872,883 955,447 
Montreal.... .. 380,445 529,311 10,988 250,381 217 "825 
Philadelphia... . RS ary G15 =3,7868,23" 6, oe. 4; 240 3,379,806 6,964,540 
Baltimore . 19, 7023 6,953,626 10,426,120 2 1395, ‘470 12, ,593,000 


Newport ms wr EY isheethens  chkeeas peakebens hosenniaae 











New Orleans... 6,319, 818 $,50,24t 7,471,7' 2,267,044 7,675,514 
Total......... 60,607,938 36,050,080 53,793,204 27,702,975 53,059,160 
: 3 1880. 1879. 1578. 1877. 1876. 
New York ....25,268,421 27,665,866 25,058,062 9,598,344 11,611,345 
Boston......... 6,829,031 6,324,968 4,868,139 3,952,858 2,872,761 
Portland. ..... 1,450,250 949,179 1,277,721 620,993 1,082,636 
Montreal ...... 240,768 110,345 45,118 105,200 412,640 
Philadelphia. .12,454,210 13,699,220 11,599,360 5,593,950 8,132,900 
Baltimore......14,810,117 16,487,450 11,948.70) 9,897,394 4,434,339 
New Orleans.. 8 "ae 5 5,176,434 5,286,710 2,661,720 2,370,316 
Wetak, .cccscss 69,295,304 70,413,462 60,079,310 32,368,459 35,946,967 


The aggregate receipts of these markets this year 
were thus greater than in any other year since 1880, 
but about a seventh less than in 1880 and 1879, and 
about the same as in 1878, differing greatly in this 
from the Northwestern receipts. The increase over 
last year, however, is no less than 68 per cent., and 
would be very encouraging had not last year’s receipts 
been very small. The gain over 1883 is only 12? per 
cent., in spite of a very much greater corn crop, which 
has been marketed very rapidly; and the receipts of 


corn were no greater this year than then. Of the gain 
over last year, which was— 





Bushels. Per cent. 

BND oo chin cdb abedtesse es % spkseehs 24 558,000 68.0 
There was at New York.. ee seeesseees 11,322,000 78.0 0 
* Baltimore....... ..... ..... 5,262,000 75.6 

“  * Philadelphia............... 4,776,000 1270 

s ae me enemas 18 ee ORR . 2,760,000 77.8 

“ we eee 240,000 4.6 

* ee Newport eee .000 All 

A loss at a eee 243.000 16.0 
PE hab bhcisslscaenk Sade 149,000 28.0 


What is particularly noticeable here is the great gain 
at Philadelphia, which for some years previously seemed 
to be giving up the grain export business, which sud- 


.|denly became large there in 1876 and afterward. Un- 


like Baltimore, it is a large consumer of grain, and has 
important receipts on this account under all circum- 
stances. Another notable fact is that in spite of the 
great increase in the aggregate receipts there was very 
little gain at Boston. 

Looking back over the 10 years, we see that New 
York had larger receipts this year than in any other 
except 1879, though nearly the same as in 1878 and 
1880. Boston (whose receipts of grain are chiefly for 
domestic consumption) received more than in 1882 or 
1884, but less than in any other year since 1878; Phil- 
adelphia’s receipts are the largest since 1880, but were 
exceeded in 1878, 1879, and 1880; Baltimore’s receipts 
were the largest since 1881, but less than in the three 
years before 1882; and the receipts of New Orleans 
were less than in 1880, 1881, and 1883. 

Compared with 1880 and 1876, we find the following 
gains and losses: 


Less or morethan— ———More than——-, 
in 1880. b 1870. 





Bushels. P. c. Bushels P. c. 

ob xssbosius .. — 8,687,000 12.5 + 24,661,000 68.6 
Bow Werk... + 646,000 22 + 14,173,900 122.0 
eS eS ePrree — 3,914,000 31.5 a 407,000 5.0 
Baltimore.......... — 2,591,000 17.4 + 2.785,000 29.5 
New Orleans....... — 1,923,000 23.3 + %,949,000 166.6 
— 1,355,000 20.0 + 2,601,000 90.6 


New York thus is the only port that has made a 
gain over 1880, and its gain over 1876 is 14 million 
bushels, against 103 millions at all other places. This 
year 1876, however, was that in which Philadelphia 
and Baltimore were most successful in diverting grain 
from New York. 

It will be noticed that the total gain over 1876 is 
very nearly the same as the gain over last year. The 
gains of the different places, however, are—some of 
them—very different for the two periods. 

The relative position of the several markets varies 
greatly with the exports. New York, Boston and 
Philadelphia receive great quantities for domestic 
consumption ; the other places comparatively little. 
Thus in years of light exports the places named may 
have very much larger proportions of the grain than 
when exports are large, when alone it is possible for 
Montreal, New Orleans and Baltimore to receive 
much. The percentage of the total receipts for the 
four months arriving at each of the Atlantic ports in 
each of the last ten years has been : 

1885. 1884. 1883. 1882. 1881. 1880, 1879, 1878. 1877 1876. 





ented © saan Senebe 42.6 40.2 38.2 49 0 =. 39.3 41.7 20.5 22.4 
a 9.0 5 13.1 17.6 121 9.0 8&1 122 8.0 
portiand eseccee 21 42 30 32 16 2 13°21 19 3.0 
Montreal........ 06 15 O7 O89 Of OB O2 OL O38 12 
hoe ee - 14.1 10.4 11.7 12.2 12.0 18.0 19.5 19% 173 226 
Baltimore....... 2 19.3 194 86 21.7 21.3 234 199 30.6 26.2 
Rowport Hews: a Seek heee Sees deus 268 epee ~ one jaan & 
New Orleans... 10.4 9.9 13.9 82 142 119 73 88 82 


100.0 100.0 100.0 160.0 100.0 100.0 100.0 100.0 100.0 100.0 

Exports were not so large this vear asin some others, 
yet only in 1882 did New York receive a larger share 
of the total Atlantic grain receipts, and only in i876 
and 1878 did Boston receive a smaller share. Phila- 
delphia’s share is much smaller than in any of the five 
years from 1876 to 180, but more than in the four fol- 
lowing years ; Baltimore’s share was exceeded from 
1876 to 1881, except in 1878 ; it is a little greater than 
in 1878, 1883 or 1884, and very much greater than in 
1882, when exports were trifling; New Orleans had a 
larger share than in any of the first four years in the 
table, but a smaller one than in 1880, 1881, 1883, and 
but little more than last year. 

Comparing New York and Boston together with 
Philadelphia and Baltimore together, we have the 
following percentages for the ten years : 
oS. Ph.& The N.Y.& Ph.& The 


Year. Balt. four. | Year. Bos. = four. 
See 40.4 48.8 89.2 | 1881 ..-... 51.1 33.7 848 
41.7 47.9 89 6 | 1882....... 66.9 20. 8 87.7 
1878 . 49.8 39.2 89.0 | 1883....... 51.3 311 82.4 
48.3 429 91.2 | 1884....... 54.7 29.7 844 
1880....... 46.4 39.3 85.7 | 1885. ..... 51.6 34.3 85.9 





New York and Boston, therefore, have received a 
decidedly larger share of the grain in the last five than 
in the first five years, and Philadelphia and Baltimore 
a wuch smaller share. The very small share of the 
latter in 1882 was due to the smallexports, which had 
an effect also last year. 

The general conclusion is that New York and Boston 
are gaining in grain business faster than their south- 
ern competitors, and this would appear more clearly 
if the flour movement were included, as that has 





grown faster than the grain movement, and of the ex- 





ports of flour comparatively little goes from ports 
other than New York and Boston. The large gain 
this year at Philadelphia and Baltimore must be 
ascribed chiefly to the larger export movement, but 
probably also to a greater effort than heretofore in 
recent years to secure this traffic for these places, and 
especially for Philadelphia. 








Sleeping-Car Accommodations. 





The considerable foothold which the Mann sleeping 
cars are gaining in this country,and the real advantages 
over the ordinary American pattern which they offer, 
suggest some interesting questions concerning sleep- 
ing cars in general, which will sooner or later come 
up for settlement, and which wide-awake inventors 
and railroad officers will do well to consider ; for, 
notwithstanding the popularity of Pullman, or Wag- 
ner, or Woodruff, and in spite of the great advantages 
and comforts already afforded, it remains a fact that 
large numbers of people nightly ride in ordinary 
coaches, because of some feature of the sleeping-car 
system which does not suit them. It will be said, and 
doubtless truly enough, that the chief objection is cost ; 
that people are unwilling or unable to pay the prices 
demanded, albeit the figures are not by any means 
generally considered exorbitant. Nevertheless, various 
other obstacles do exist, and it is not by any means cer- 
tain that this chief one cannot be somewhat mitigated 
and the railroads at the same time benefited. A numer- 
ous class who avoid sleeping cars on account of the 
unsatisfactory means of securing privacy are women, 
old and young, married and single, whether traveling 
alone or otherwise; and to those who do not travel 
much it does not seem that they are by any means ex- 
posing themselves to the charge of over-fastidiousness 
in taking the stand that they do. It may be 
said that the class whose journeys are so infre- 
quent is not worth catering to especially; but 
there is reason to believe it is, and that regular or 
habitual travelers form a much smaller proportion of 
through or long-journey patrons than of the local or 
comparatively short-trip passengers. If patronage of 
sleeping cars is to depend upon inculcating the habit, 
and on having people familiar with the cars, it cer- 
tainly is desirable to make the inducements to non- 
users to try them as attractive as possible. Numer- 
ous other objections might be named, but the two 
referred to are enough to indicate the nature of the 
problem presented, which is, to improve the service 
and reduce the price; to add to the cost (by using 
more room, as the Mann system does), and yet secure 
more custom by keeping the prices within reach of 
‘*the masses.” 

There is a quite widespread conviction that a sys- 
tem of two classes, esp?cially where it is ‘‘ first class,” 
and one above it, as distinguished from first class and 
another below it, makes an undemocratic distinction 
which cannot be successful because not popular ; but 
this may be in part or wholly a fallacy. There are 
various circumstances which indicate that pride of 
democracy is already considerably weakened in many 
directions. Hotels which entertain people decently 
at two dollars a day receive large and constant pa- 
trcnage, notwithstanding the fact that a Yankee, who 
is bound to be regarded as ‘‘ equal to the best of ’em,” 
must go where the charge is three or four dollars. 

The millions in this country can no longer be 
counted on one’s fingers ; there is getting to be such a 
multitude of us that division into classes of various 
sorts becomes every day more easy, and an individual 
can ina hundred things now suit his personal tastes 
with much more facility than ever before. It is, 
therefore, not by any means impossible that the best 
way to popularize the sleeping car is to cater to the 
tastes and the pockets of a larger number of people by 
having two, or even three, classes of cars. 

Assuming the Mann boudoir car, with its luxurious 
fittings and accessories, to be the ne plus ultra; this 
admitted, a second class might be embodied in style 
of car, possessing the chief advantage of this system, 
privacy—rigid paititions instead of mere curtains— 
but divested of 1ts luxurious upholstery, spaciousness 
and other costly features. The mention of spacious- 
ness may, perhaps, be received with a smile; but 
properly secluded berths would certainly prove a 
** winning card,” even if accompanied by a serious 
sacrifice of room, if decent ventilation could still be 
had, and it is not by any means certain that more peo- 
ple cannot be got into a given space than the Mann 
cars now accommodate. 

The plain but comfortable ‘‘emigrant sleepers” 
that have been introduced on the trans-continental 
lines, offer (when they are new) a valuable suggestion 
of one way in which people of limited means ought 
to be able to save money when traveling. The elimi- 
nation of elegant velvets, tapestries, inlaid wood 
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work and such like extravagances may not make 
maby hundred dollars difference in the cost 
or maintenance of a car, but it might neverthe- 
less be a convenient way of starting a ‘‘ reform” which 
should lead to ultimate profit from an increased num- 
ber of patrons, even at an unchanged or reduced profit 
per head. Certainly there is no reason in the nature 
of things why cleanliness cannot be had just as well 
in a pine-ftinished car as when surrounded by a dozen 
kinds of costly tropical-woods; and civil and attentive 
porters ought to be just as available ina plain carpeted 
or even bare-floored car as in one where their steps 
are silenced by thick velvet. 

A decided advantage will be gained when the prob- 
lem of easy communication from one compartment 
to another, without going into the main passage way, 
is solved. It is well-known that the state-room is the 
most unprofitable part of American cars, simply be- 
cause it is so frequently found unadapted either to the 
size or the means of parties who would otherwise use 
it; with the Mann system it ought to be practicable 
so to arrange the partitions as to furnish virtual state- 
rooms of all sizes in every car, and thus offer an addi- 
tional inducement to family parties. 

Many other interesting possibilities might be enu- 
merated, but it is not necessary here. We did not set 
out with the idea of elaborating a minute plan; but 
rather to suggest a few pregnant possibilities. 








The Last Halt-Year of the Mexican Railway. 





The Mexican Railway had a further decrease of earn- 
ings in the last half of 1884, due chiefly to a decrease in 
traffic. Rates have decreased somewhat since the Mexi- 
can Central was opened, but the freight rate is still what 
would be thought in this country enormous, averag- 
ing for the last half of 1884 no less than 10.36 cents per 
ton per mile, against 10.64 in the first half, 11.5 in the 
last half of 1883, and 12.09 cents in the first half of 1882. 
The passenger rates have been maintained very well, 
and always were low compared with the freight rates. 
In the last half of last year the average was 3.21 cents 
per mile, and the highest in any year since 1881 has 
been 3.42 cents. The passenger traffic was 1614 per 
cent. less in the last half of 1884 than in the correspond- 
ing half of 1883, and less than in any other recent half- 
year. The freight traftic was 39 per cent. less than in 
1883, and not half as great as in 1882. The freight 
earnings, which were $2,864.465 in the last half of 
1882, were only $1,394,265 in the last half of 1884, a 
decrease of 51 per cent. 

When we see that this company receives an average 
of more than 10 cents per ton per mile for carrying 
freight, and is the sole approach to the sea of a city 
of 250,000 inhabitants; that its earnings per freight- 
train mile remain as much as eight dollars, and the 
profit more than $4, it seems that the road must be 
extremely profitable; but when we see that the total 
freight traffic in the last half of 1884 was only equal to 
98 tons of freight carried each way daily over this 
road—that it could all have been carried by 26 
trains of 30 20-ton cars each—one can see why this 
railroad is not quite a mine of gold. Nor is it now, 
after its great decrease in profits, by any means un- 
profitable. In the last half of last vear its net earn- 
ings per mile were $3,441, which is twice as much as 
most of our dividend-paying Western railroads are 
able to make. 

Comparing with the second half of 1882, when the 
earnings were greatest, it appears that the chief de. 
crease in freight has been in the following items: 






-——Tons.—— 
1884 1882. 
to Rcucehs ceaete vee didece dg Ses apekebivees 2,534 4,430 
sans phe negsbbia, ac 0000. dns casazagen 3,801 4,953 
al ger rifle dna, «iin ape an etre 11,748 16, 562 
NS Th onic deleicas ta Cimon htewbedebdiavee 266 1,756 
EE aah” a8 win TRA aMALK Rin dierkA els nen Aegean S41 2,168 
Lumber. . 2,353 3,104 
Machinery 2,049 3 625 
Pulque. ... 17,401 31,611 
Railroad materials ase a 5 699 = 380 
WHEREIN, cn asiv as | Uenicdinte.0cc-ccisesandeus 2,250 3,273 
I nis «eines ba paen.s cant mons «xed 96,652 153,559 

The considerable increases are: 
1884. 1882. 
NERS Sree eer 9,945 5,121 
 ddais vaUs oben baba see? oc the cnet Sb cdibcdecds 1,932 1,483 


There are also nalts gains in soap, minerals and 
paper. 

The great decrease in traffic, and doubtless in earn- 
ings, is in railroad materials and pulque. The former 
naturally fell off when railroad construction stopped, 
and the former has been reduced by the construction 
of a competing road to the pulque-producing district 
waich supplies the City of Mexico. The latter has also 
had the effect to reduce the rate received for carrying 
an average distance of 464 miles from $6.16 per ton in 
1882 to $3.66 in 1884. The pulque traffic yielded $194,855 
in the last half of 1882, and nearly $63,845 last year. | 
It formerly yielded much more than the whole pas- 





senger traffic. Much the larger part of the freight 
earnings in all years have come from imported goods. 
In the last half of 1882 these yielded $2,074,345 ; last 
year but $836,090. Aside from these and pulque, the 
freight earnings have decreased from $595,265 in 1882 
to $494,330—only about one-sixth. 

There is no indication yet of the growth of an export 
trade. On the contrary, the whole number of tons 
carried for export in the last half of each of the last 
five years has been: 

1880. 1881. 1882. 1883. 1884. 
3,462 4,193 4,314 3,641 2,876 

Thus the export freight has decreased instead of 
increasing, and remains, as it always has been, en- 
tirely insignificant. 








The unveiling of a statue to the late Wm. M. Wad- 
ley, in Macon, Ga., last week, is, we believe, the first 
instance in this country of the erection of a public 
memorial toa railroad man. The statue was given 
by the officers and employés of the Central Railroad 
Company of Georgia, of which Mr. Wadley was for 
many years the President. He was for so longa 
commanding figure among Southern railroad man- 
agers that it is fitting that he should be thus com- 
memorated in the city where he lived and by the 
men who served under him. It is somewhat strange, 
however, that no other public memorial should exist 
to any of the great engineers or managers who have 
made our railroad system. Railroad men are, per 
haps, too busy with the present to think much of the 
past or of those who are gone, and the outside public 
are not likely to take the subject up, so that the dis- 
tinguished men cf the past are not likely to have other 
monuments than those which family affection may 
provide. 








The present position of the stockholders of the Cen. 
tral Railroad of New Jersey seems to be a peculiarly 
hard one. They have failed for some time to receive 
the dividends guaranteed them by the lease of the 
road, and have lately seen default made on the inter- 
est on their bonded debt, while further defaults on the 
July interest are generally expected. Of the coupons 
due next month the only ones to be paid, it appears, 
are those on the bonds which cover the terminal prop- 
erty in Jersey City, which constitutes a large 
part of the value of the road, and even these are not 
to be paid by the lessee, but purchased by bankers 
who are willing to advance the money, taking the 
coupons themselves as security. The most that the 
Reading Receivers are able or willing todo is to pay 
over the net income of the road as it actually accrues. 
What this net income is does not appear, as in the 
Receiver’s statements the earnings of the entire Read- 
ing system are given, and no statements are made of 
the amount derived from the leased line. Even in the 
present depressed condition of business, however, the 
earnings of the Central should be sufficient to pay 
interest onits bonded debt, after making allowance for 
the diversion of traffic from a part of its lines made 
under the Reading management. 

The situation of the Reading isso desperate, and 
there is so little hope of asettlement of its tangled affairs 
that the Central stockholders have really no prospect 
of securing their rights under the lease, and their only 
hope is in recovering possession of their property. 
This they have instructed the directors to do, but here 
they are met by the threat of extended litigation. The 
situation is further complicated by the separate agree- 
ment made by the Reading with the Lehigh Coal & 
Navigation Company, from which the Central leased 
its main line in Pennsylvania, and the possibility that 
the Reading might be able to retain possession of the 
lines west of Easton, even if the Central Company 
should recover the road which it owns. The situation 
is a difficult, and, at present, not at alla promising 
one. 








The difficult question of the entrance uf a new rail- 
road into a large city is prominently brought up again 
by the excitement now prevailing in Philadelphia 
over the proposed lines of the Baltimore & Obio. The 
company’s application for the necessary permission 
to build has been for two weeks before a com- 
mittee of the City Council, and that commit- 
tee has, with the aid of three consulting engi- 
neers, agreed upon two lines, which were sub- 
mitied for action by the Council. One of 
these lines is to serve for the passenger traffic of the 
new road and also for a connection with the Reading 
road, while the other is to run across the lower part 
of the city, below the closely-built section, and is to 
be a freight line only, giving connections with the 
large factories in that part of the city and with the 
wharves on the Delaware. Necessarily both these 
lines will interfere with local property interests, al- 


though much care has apparently been taken to 
reduce this interference to the lowest possible 
point, aud the opposition to the new lines is 
very active. The difficulties presented are great, 
however, and, considering the complicated nature of 
the problem, the committee and its engineers seem to 
have done as well as could be expected. The com- 
pany, which has to pay for the right of way, natu- 
rally desires to injure or cut through as little valuable 
property as possible ; but the interference with street 
travel, and the crossing of existing railroads are also 
to be considered. 

There are no engineering difficulties in the way, and 
the location of the road merely with reference to the 
natural features of the counfry on the line would be a 
very simple matter. It is the outside questions which 
complicate the problem. The few miles of road 
within the city limits will probably cost the company 
as much as all the rest of the line from Baltimore. 








Pennsylvania Railroad Earnings in May. 





The May statement of the Pennsylvania Railroad shows a 
continued decrease. For the 13 years past the earnings of 
all the lines east of Pittsburgh have been : 





Gross Net 

Year. earnings. Expenusrs. earnings. 
MRSS ota okctestdievesaase $3,706,802 $2.759.028 $947,775 
SigicwkdidnGians -abaane 3,261.456 2,102,099 1,159,357 
Sy ss. a5506600: ere. soeones > 63:3,3 222 1,730,620 845,702 
SE tes, i tbdean ale tnens em 2,982,245 2,099,595 882,689 
EA SEcebtaees, Sor ncerewas 2,5*3,447 1,593,943 989,504 
Pe 1508441 1,529,911 973,530 
2,708 696 1,674,603 1,034.092 
3 (417, 915 1,941,063 1,476,852 
3:8: 56,897 2,168,287 1,688,610 
4,108,877 2,342,088 1,766,789 
eaded sx os ee cece 4,803,006 2,694,332 1,608,674 
Cg ME 2,627,679 1,639,494 
| erm 2,535,174 3,355,285 


The gross earnings were thus smaller thanin any year since 
1881, and while the expenses were less than last year, they 
were still greater than in any previous year. The net earn_ 
ings were less than in any year since 1879. 

The decreases from last year were: 

Earnings. Expenses. 


DN ihibas dbo es: ceatname $376,704 $92,505 
NE ie tnenien Re adiiesewsaas 8.8 3.6 


Net earn. 

$284,199 

17.3 

The lines west of Pittsburgh and Erie showed a deficiency 

in meeting all liabilities of $194,577. The result on these 
lines for seven years has been as follows: 

1879. 1880. 1881. 1882. 1883. 1884.> 1885. 
Deficit. Deficit. Surplus. Deficit. Deficit. Deficit. Deficit. 
$219,733 $22,947 $143,658 $75,586 $9,058 $47,754 $194,577 

Thus it appears that May has usually been a month of loss 
for this western system. The amount this year is consider- 


able, being greater than in any year since 1879. The in- 
creased deficit makes the net loss on the entire system from 
May of last year $431,022. 

For the five months ending with May the earnings and ex- 
penses of the lines east of Pittsburgh and Erie have been for 
nine successive year's: 


Gross Net 
earnings. Expenses. earnings. 
$11,890,220 $7.994,149 $3,896,071 

12,071,738 7,630,173 4.441,565 
13,023,249 7,778,588 5,244,661 
16,212,596 9, 130.634 7,081,962 
17, 746. 400 10,237,991 7,508,413 
E 18,5 557,096 11,901,503 6,555,593 
20.195.713 12,856,225 7,339,488 
. 19,427,080 12,398,060 poe 020 
17,583,959 11,973,740 5,610,219 





The gross earnings are thus smaller than in any year since 
1880 and show a decrease from last year of $1,843,121, or 
9.3 per cent., while the net earnings are less than in any year 
since 1879, and the decrease from last year is $1,418,801, or 
20.3 per cent. 

The lines west of Pittsburgh for the five months show a de. 
ficiency of $585,260, which is the worst showing they have 
made in seven years covered by these reports 

Deducting this loss from the net earnings of the eastern 
system, we have as the net profit of all the lines this year 
$5,024,959, which is a loss from last year of $1,640,417, or 
24.5 per cent. 

Much of this loss was doubtless due to the low rates end 
the demoralized condition of through traffic ; but some of it 
also results, without doubt, from a diminution in local 
traffic, especially in that derived from the coal and iron 
interests on the line. 








May Accidents. 





Our record of train accidents in May, given elsewhere, 
contains brief accounts of 25 collisions, 34 derailments, and 3 
other accidents; being 62 accidents in all, in which 8 persons 
were killed and 65 injured. 

Three collisions and 4 derailments caused the death of one 
or more persons; 5 collisions, 5 derailments and 2 other 
accidents caused injury to persons, but not death. In all 7 
accidents caused death and 12 injury, leaving 43, or 69 per 
cent. of the whole number, in which there was no injury to 
persons serious enough for record. 

The 25 collisions killed 4 persons and injured 12; the 34 
derailments killed 4 and injured 50, while in the 3 other 
accidents 3 persons were hurt. 

All the persons killed and 32 of those injured were railroad 
employés, who thus formed 49 per cent. of the injured and 
55 per cent. of the whole number of casualties. No passenger 
was reported killed last month. 





As compared with May, 1884, there was a decrease of 
14 accidents, of 24 killed, and of 85 injured, 
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These accidents are classed as to their uature and causes, 
as follows : 





COLLISIONS: 
inthbakihucwansnaciceane .19 
Butting + 
TIPU, scncscvecccccccenpesegeece acargatess Sabesenacees - 2 


DERAILMENTS: 
ID aii icine sw :icduidatuak Gu te deernelcdeesaeebieatenshs 1 
Broken fro; 
Broken b 


Broken axle 
Broken truck.... 
Broken draw-ba 





Misplaced PE ccikcce cskasdbunskeskseGedsreionsnose anes 2 
nis csscannaee tines caeneseserskhows waheuekrink 1 
Rail removed for repairs... .... ...... pes ee 
Purposely misplaced switch. . 
Dynamite exploded on track.. 
Malicious obstruction. . 

Unexp 





34 
OTHER ACCIDENTS: 
gk” PRS eee epee 
Broken wheel, not conse derailment 
Car burned while ruoni BER ne OCR 


No less than five collisions—20 per cent. of the whole—were 
caused by trains breaking in two. Two were caused by the 
absence of signals where they were heeded; one each by a mis- 
take in train orders, by a misplaced switch and by a runa- 
way engine, the last being probably due to a broken throttle 
valve. 

A general classification of these accidents may be made as 
follows: 

Collisions. Derailments. Other. eo 

Defects of road 6 


Defects of equipment. ... . 6 5 2 13 
Negligence in operating... .. 19 4 rs 23 
Unforeseen obstructions. . on 4 L 5 
Maliciously caused..... .... i 4 ~ 4 
Cnexplained ................ Pr 11 s 1L 

ass bacends asaeuen 25 34 3 62 


Negligence in operating is charged with 37 per cent. of all 
the accidents, defects of road with 914, and defects of equip- 
ment with 21 per cent. 

A division according to classes of trains and accidents is as 
follows : 


Accidents: Collisions. Derailments. saa sas Total. 
To passenger trains....... 1 12 14 
Toa . and a freight..... 5 ai a 5 
To freight trains..... . lo 22 2 43 

ELE 25 34 3 62 


This shows accidents to a total of 87 trains, of which 20, 
or 28 per cent., were passenger trains, and 67, or 77 per 
cent., were freight trains. 

Of the total number of accidents 34 are recorded as hap- 
pening in daylight and 28 at night. 

The notable feature of the record is the small number of 
accidents, the list being the shortest we have had for a long 
time. The month is usually one of the lightest in the year 
for accidents. The winter troubles are now over, while 
many of the causes which produce accidents in summer are 
not yet in full operation. 

Broken draw-gear comes to the front again as a cause of 
accident, showing perhaps, that the strength of draw-bars 
and couplings needs a share of the attention which has of late 
been so liberally bestowed on their form. The other failures 
of equipment are not notable, either in number or kind. 

But one broken rail is recorded. Of the two broken 
bridges, one was an ordinary wooden trestle; the other 
failed on account of the washing out of an abutment. 

Only three misplaced switches are recorded, two causing 
derailments and one a collision. There were no less than 
four maliciously-caused derailments—one by a misplaced 
switch, two by obstructions placed on the track, and the 
fourth by the explosion of dynamite on the rails. This last 
is a method which has not heretofore been recorded here, and 
the results were very slight, showing that, unless the job was 
done in a very bungling manner, the method is unworthy of 
a really scientific train-wrecker. 

Collisions formed a little over 40 per cent. of the whole 
number of accidents, a result due more to the small number 
of derailments than to any other cause. The month was not 
one of heavy traffic, nor was there anywhere any unusual 
pressure of business which would be likely to result in de- 
rangement of train service. 

For the year ending with May the record is as fol- 
lows : 

Accidents. Killed. Injured. 
71 40 103 





170 
47 130 
24 109 
24 182 
44 258 
17 84 
14 75 
8 65 
341 1,605 
445 2, 
428 1,786 
- " 1881.82 Dena seshes 1,324 408 1,358 


The yearly average for the four years was 1,408 accidents, 
406 killed and 1,692 hurt. The monthly average for last 
year was 104 accidents, 28 killed and 184 injured. The 
month was thus far below the average in all respects. The 
year also is much below the average. 

The averages per day for the month were, 2.00 accidents, 
0.28 killed and 2.10 hurt; for the year they were, 3.41 
accidents, 0.93 killed and 4.40 injured. 

The average casualties per accident were, for the month, 


0.139 killed and 1.048 hurt ; for the year, 0.274 killed and 
1.289 injured. 

The total number of accidents to trains reported to the 
British Board of Trade as occurring on the railroads of 
Great Britain and Ireland during the quarter ending March 
31, was 558. Nearly five-eighths of these were from defects 
or failures of rolling stock, the chief cause being the failure 
of tires, of which 242 cases are reported. There were 100 
broken axles and only 2 broken couplings. All derailments 
reported as due to the defects of permanent way were the 








result of broken rails, of which there were 112 in all. Collisions I 


were comparatively few in number, only 26 being renorted 
ouc of the total number of accidents, which is a very much 
smaller proportion than we should expect to find in an equa] 
number of accidents on American roads. Of these collisions 
9 were between passenger teains, 13 between passenger and 


goods, or, as we should call them, freight trains, and 4 be- 


tween freight trains, No — is made in the report 
between rear and butting Collisions ; but probably most of 
them were rear collisions, the proportion of single track 
being very much smaller in Great Britain than here, and the 
single-track roads being generally worked with much greater 
attention to the prevention of collisions. There were only 16 
unexplained derailments, and 30 accidents are reported from 
trains running over cattle or other obstructions on the line, 
which is rather more than we should expect to find where the 
railroads are generally so carefully fenced and so well pro- 
tected at road crossings. 

The number of casualties resulting from these train acci- 
dents was 9 persons killed (5 passengers and 4 employés of 
the raiJroads) and 106 injured, of whom 86 were passengers 
and only 20 employés. All of the passengers killed and all 
but 86 of the injured were in collisions, which were likewise 
answerable for 2 of the employés killed and 86 of those in- 
jured, so that in 532 accidents other than collisions there 
were reported only 2 persons killed and 10 injured, which 
would indicate that most of these accidents were compara- 
tively slight. 

Apart from the train accidents there are reported 13 pas- 
sengers killed and 124 injured, the principal cause of death 
being from crossing the line or from attempting to cross it 
at stations, and the principal cause of injury from falling 
while getting in and out of trains. The total number of 
casualties to employés outside of the train accidents was 104 
killed and 501 injured. Among these we find that 8 were 
killed and 66 injured while coupling or uncoupling cars, 
while 28 were killed and 242 injured during other shunting 
or switching operations, which would indicate that car coup- 
ling and yard work is no safer in England than here. Sec- 
tion men seem torun considerable risk, for no less than 20 
were killed while working on permanent way and 30 were 
injured. 

Besides passengers and railroad employés, 94 other persons 
are reported killed and 40 injured. Of these 66 of the killed 
and 20 of the injured were trespassers walking on the track, 
while 14 of the killed and 2 of the injured were at road cruss- 
ings. No less than 6 of the whole number of killed were sui- 
cides. 








In mentioning last week the exhibits of railroad manu- 
facturers at the Master Car-Builders’ Convention, reference 
to the Cowell Platform & Coupling Company’s full-size 
trucks and models, showing both the passenger and freight 
couplers, was omitted. Our omission was the more marked 
and unpardonable, inasmuch as probably all who attended 
the convention observed and appreciated the completeness 
and excelience of this company’s exhibit. 








The Massachusetts Railroad Commissioners wish to ascer- 
tain what effect the adoption of automatic freight-car coup 
lers in that state has had upon accidents, and have accord_ 
ingly issued the following circular to the superintendents of 
the roads: 


In al] future reports of accidents, fatal or otherwise, aris- 
ing from the coupling or uncoupling of of freight cars, it is 
desired that the nature of the couplers used id be stated 

You are also requested to state to the board as soon as may 
be the number nature of such accidents that have oc- 
curred since March 1, 1885, where either of the couplers was 
one of those prescribed under the law by this board by its 
order of Dec. 5, 1884. 


Probably this order was called out by the discussion on 
the car-coupler question ‘at the Master Car-Builders’ Conven- 
tion and by the resolution there passed in relation to the ac- 
tion of state legislatures on the subject. We do not under- 
stand, however, that the resolution was in any way intended 
to reflect on the action taken in Massachusetts. It was meant 
to deprecate hasty and ill considered legislation in other 
states which might compel the adoption of couplers of differ- 


12 | ent patterns in different states, and perhaps of devices which 


may prove so inconsistent with each other that in the general 
interchange of cars the difficulties of coupling may be greatly 
increased. 

Mr. C. E. Watkins has been appointed curator of the sec- 
tion on steam transportation (railroads and steamboats) of 
the National Museum at Washington, the appointment being 








"020 | honorary until after the meeting of the board of the regents 


of the Smithsonian Institution in January. The directors of 
the museum are anxious to have at least a nucleus of the 
collection in this department as soon as possible, and espe- 
cially to make the library complete. After several years of 
labor in this direction, it is probable that something will at 
last be done, and it is very desirable that this important in- 
terest should be well represented historically in the national 
museum. The fact that this museum is under the direction 
of the Smithsonion Institution is in effect a guarantee of the 
excellence of its management. Mr, Watkins’ address is at 





Washington, 


Record of New Railroad Construction. 


Information of the laying of track on new railroads in the 
current year is given in the present number of the Railroad 
Gazette as follows : 

Americus, Preston & Lumpkin.—Track laid from Ameri- 
cus, Ga., westward to the Muckalee River, 10 miles. 

This is a total of 10 miles, making 677 miles thus far 
reported for the current year. The new track reported to 
the corresponding date for 14 years past has been : 


Miles Miles 

ined dudess<s catoneneese beds bestidecde “seesas 606 
eee DE esnekens bagwesessvese 618 
Diy siescadeeeesns saxee 1, basseeesens apnansdeesees 673 
| SES ee es Ts ye SE, Se eee 407 
RS atti a ssicnnaened Aker ebe DAE ER ond Coes sebstadnseenis 637 
DA iakaboke bes. t4ockan RP a cckievansebesss: separ 1,408 
coh sacnt-cuevSsckesédouss 761 | 1872. 2,491 


This statement covers main track only, ite or ‘ale 
additional tracks and sidings not being included. 











NEW PUBLICATIONS. 





Railway Management at Stations. By E. B. Ivatts, 
Goods r, Midland Great Western Railway of Ire- 
land, ete. blished by McCorquodale & Co., London. 
The secretary of a large Yankee-notion manufacturing con- 

cern in Connecticut when asked what they made, replied that 
it would be easier to enuinerate the things that they did not 
make, than to tell what they did. In like manner, concerning 
the running of a railroad, if there are any points that have 
been omitted by the author of the above-named 
work, it would, we should say, be easy to count them 
on one’s fingers and thumbs, even after the fingers had 
all been cut off; for the plan of the work is exceed- 
ingly elaborate and touches upon every conceivable phase 
of freight and passenger station business, even to the minutest 
details, leaving no doubt but that the writer knows from 
intimate experience just what he is talking about. We know 
of no such exact and practical work in this country, and 
believe there is no other in Great Britain. There are 
German works which go equally well into particulars, from 
their standpoint, but they are of course unavailable to most 
English readers. Mr, Kirkman’s works are perhaps as elabo- 
rate as the one under consideration, but in many features 
lack the practicalness found in the latter. Mr. Ivatts has 
that peculiar English command of language which no Ameri- 
can seems to get quite hold of, and which, while it at first 
seems to the heedless and headlong Yankee to be excessively 
prolix and wordy, yet holds the reader’s mind right down to 
the subject. ; 

Mr. Ivatt’s work lacks a consecutive list of contents, but 
has a very copious index. The volume has 600 large octavo 
pages, closely printed, and the subjects embraced are: ‘‘ Or- 
ganization,” ‘* Training,” ‘‘ Handling of Goods” (subdivided 
into acceptance of goods, canvassing for traffic, cartage of 
goods, delivery, ete.), ‘* Cattle Traffic,” ‘‘ Yard Work and 
Marshalling Trains,” ‘- Correspondence,” ‘‘ Accounts,” ** De- 
parture of Passengers,” ‘‘ Passenger Yard Work,” “ Ar- 
rival of Passengers,” and several others, including pen- 
manship and phonography, there being quite elaborate 
treatises on *‘Smith’s” system of lconghand and Pitman’s 
shorthand. There are also very full extracts from acts of 
Parliament concerning all kinds of legal questions touching 
railroad business or management, and chapters on health re- 
sorts for railway clerks, provision co-operative clubs, and 
treatment of wounded persons. The American reader, of 
course, notices at once the peculiar differences between the 
English practice and ours, such as the different use of terms 
and the apparently large number of provincialisms, the car- 
rying of baggage without checking it, the collection and de- 
livery of freight by the railroad’s teams, the showing of pas- 
sengers into and out of the *‘ carriages” by a small army of 
‘* porters,” the universal practice of accepting gratuities, by 
which this army ekes out an income, and a hundred other 
things; but all these are comparatively familiar to every one 
who knows anything at all about England, for everybody 
who goes there tells us about the things which are on the sur- 
face and are noticeable. The really attractive feature of the 
work is the interesting way in which it shows to what a great 
extent the art and science (what there is of it) of railroad- 
ing are alike in the two countries. Mr. Ivatts, while giving 
a full and graphic account of every detail], at the same time 
keeps constantly in view the underlying principles, and 
these, we see, are dependent upon facts which exist in every 
clime. The habits and traits of employés, the views of 
directors and managers on economy, the methods of soliciting 
business and of competition, the tricks of freight shippers 
and of passengers, and, in fact, nearly all the main feat- 
ures which really govern one’s conduct in the business 
are results of those traits of human nature which are 
entirely above and independent of the circumstances of 
locality or the question whether an insular accent or a 
Yankee ‘‘ twang” characterizes the voice. 

Mr. Ivatts seems to have the faculty of always seeing 
things in their right proportions ; when he states a fact he 
gives the reason for it, and the right one, never deceptively 
putting secondary causes in the place of principal ones, and 
vice versa, as prejudiced writers do ; and when he Offers his 
own opinions he gives them weight by citing abundant justi- 
fication for them. He gives innumerable instances for in- 
structive comparisous between European methods and ours, 
and not a few where we would do well to seriously consider 
whether we cannot copy theirs with advantage. We fear 
Americans will not properly appreciate his work, because he 
goes so fully into the minutize; they will not have the patience 
to read over such a vast amount of things that they already 
know, for the sake of acquiring the scattered bits of informa- 





tion which they really want, We do not, by using the word 
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scattered, mean to intimate that the valuable points are few 
or infrequent, by any means. 

While this work gives a faithful photograph showing just 
how work is done in Great Britain, and affords to the 
inexperienced every possible aid that paper and ink 
can be made to give—a wooden man could almost 
run a station provided he had it under his arm—it 
is not deficient in suggestions of ways of improvement. 
The author has worked in India, as well as on the best roads in 
the United Kingdom, and has had a slight taste of American 
notions besides, having been engaged in Canada several years 
ago, and he gives forcible reasons for advocating some very 
necessary improvements in various features .f railroad ser- 
vice, especially in the matter of teaching and training 
employés. To this latter subject he gives a chapter, and itis 
well worth the careful study of every American manager. 

The volume has for a frontispiece a portrait of the author; 
a feature which is eminently acceptable to the reader who 
follows him through the book. The style is such as to make 
one feel acquainted with the writer, or one side of him at 
east, and the desire to see his face follows naturally. 








American Society of Civil Engineers. 


The annual convention of this society began at Deer Park, 
Md., June 24, with about 200 members in attendance. Mr. 
Mendes Cohen, of Baltimore, was elected President of the 
convention, and Capt. O. E. Michaelis was elected Assistant 
Secretary. ‘‘ English and American Railroads Compared” 
was the title of a paper written by Mr. E. B. Dorsey, a mem- 
ber of the society, now in London, and read by the oer 
The paper gave a very comprehensive comparative view of the 
construction, the convenience and the advantages of the two 
systems. The diseussion that followed was participated in by 
Max J. Becker, Chief Engineer of the Pittsburgh, Cincinnati & 
St. Louis Railroad ; Octave Chanute, Consulting Engineer, 
Kansas City, Mo.; Elmer L. Corthell, Chief Engineer, 
Tehuantepec Ship Railway ; William P. Shinn, Vice-Presi- 
dent New York Steam Company; William H. Bixby, Cap- 
tain Corps of — ey United States Army; Walter Katte, 
Chief Engineer West Shore & Buffalo Railway, and others. 
‘*The Cause and Prevention of the Decay of Building Stones” 
was the title of the next paper, which was read by Prof. T. 
Egleston, of the School of Mines, Columbia College. 

At the afternoon session the Committee on Preservation of 
Timber, of which Mr. Octave Chanute was Chairman, pre- 
sented its report, which is the result of five years’ work. A 
summary of this report was recently given in our columns. 








Railroad Rates and the Iron Trade. 

One of the most potent influences in causing the steady de- 
cline in prices during the past few months in all branches of 
the iron trade has been the demoralization in freights. The 
general public is —— informed of the cuts in rates for 
the movement of cereals and produce, but few beyond the 
narrower limits of the trade are aware of the correspondingly 
heavy reductions in the freights on raw materials and finished 
products in iron and steel. The rates on ores and fuel, on 
pig iron and finished forms are often the subject of private 
negotiations, especially where competing lines do not exist, 
and the outcome is only too often dependent upon the temper 
of some railroad magnate. In the majority of instances, 
however, competition pure and simple leads to very low 
figures. Bituminous coal is carried enormous distances 
for extremely low figures. We know of rates on ores 
which are certainly actually below cost, and pig iron 
is transported many hundred of miles for figures ranging 
between $1.50 and $2.50, and shorter hauls from 75 to 100 
miles are taken at figures fluctuating between 65 cents and 
$1. Iron is taken from tidewater to Chicago for 15 cents a 
hundred and to Pittsburgh for $1.50 aton. Lake freights 
are exceedingly low, and coasting vessels carry bulky mate- 
rials, like coal, for a fraction of former rates. F’om points 
in Ohio the seaboard can be reached by pig-iron makers for 
$2.50, many localities in the state of New York for $1.25 to 
$1.75, while Western pig iron goes into New England for 
$3.50. Bariron, nails and finished shapes travel long dis- 
tances for very low figures. Examples could be multiplied, 
and F aged will occur at once to every one actively en- 
gaged in the trade. 

The effect of such changes, which are by no means uni- 
form, has been exceedingly demoralizing. We need only 
point to the invasion last year of Southern iron into North- 
ern and Western markets as a striking instance. It is, we 
believe, now generally conceded that this movement was 
wap 2 due to the active support of the iron producers 

y the railroads, and we know that at one time special con- 
tracts were made by which Alabama and Tennessee irons 
were carried to New York for $3.75 per ton. Fora while 
the railroads serving the districts threatened by this invasion 
looked on with indifference. but they were finally aroused, 
and to-day some of the older pig-iron-producing sections are 
in a better position to place their product in neutra) mar- 
kets than their Southern rivals. We believe that every im- 
portant section has to some extent been aided by the reduc- 
tion in freights, but it is true, unfortunately, that this read- 
justment has been very uneven. The scaling down has cer- 
tainly in some cases gone a good deal too far, and the direct 
loss suffered by some of the carriers is slowly but irresistibly 
dragging them into the hands of receivers. “Ultimately such 
a misfortune to the railroad can only react seriously upon all 
the manufacturing interests along its line. 

On the other hand, there are iron-producing sections of 
great importance which are being steadily crowded to the wall 
because the railroads on which they are dependent for fuel or 
ore, or for the shipment of product, are unable or unwilling 
to grant concessions which are needed. The anthracite pig- 
iron trade is a striking example. It is true that there are 
some concerns who are favored by being able to command 
very cheap ores—less than $2 a ton delivered at furnace, for 
60 per cent. ore inquantities. The majority, however, must 
pay from $3.50 to $4 for their ores, which is not an 
excessive figure as compared with the cost in other 
sections. Some of them have been able to force from 
the cnshceerees roads reasonable reductions, but the 
majority are helpless. They are forced to pay very high 
— for their fuel, and in so domg must contribute 

eavily to pay for the folly of those who have in the past and 


still continue to manage anthracite-coal-c ing roads. 
Some of them, like the Reading and the Central ilroad of 


New Jersey, are staggering under a load of indebtedness of 
every conceivable form, to which fresh burdens are -daily 
added by frantic and costly efforts to get out of the mire. 
Others, of which the Delaware, Lackawanna & Western is a 
conspicuous example, are mercilessly sapping every industry 
in order to furnish a fictitious basis for stock-jobbing opera- 
tions.. It is, we believe, very near the mark to state that 


blast furnace men pay $1 for every ton of coal they charge 


into their furnaces, to cover the interest on investments in 
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coal lands recklessly made by others a decade ago, to meet 
the waste of the pernicious system of mining under the 
régime of the combination and to serve the purposes of specu- 
lative directors. Indirectly a condition of affairs like this 
is reflected in the cost by figures as great as the items 
of labor, repairs or achicaiiale th the cost of manufactur- 
ing iron, and when they are as potent as in the case of the 
anthracite pig producers, they constitute a sharp menace to 
the industry, In times like the present, when competition 
scours every market, advantages in the way of low rates 
mean the capture of new fields, and the very life of great sec- 
tions depends as much upon the necessities of competing rail- 
roads, upon the absence of entangling alliances with other 
carriers, upon the financial strength of the transportation 
lines, as it does upon proximity to ores or fuel, quality of raw 
materials or character of plant and efficiency of labor. The 
anthracite pig producers have again and again tried to con- 
vince the carrying companies that it would be good policy te 
be content with a moderate profit when insisting upon inordi- 
nate returns meant stoppage of the works. They are making 
another effort now, in which itis to be hoped they will be 
successful. 

There is no industry which has a deeper interest in seeing 
the railroads Sg nce than the iron and steel trade, be- 
cause, after all, these are their most important customers. 
No revival can be expected until the railroads are making 
money and are able to purchase on a more liberal scale. It 
would be idle to deny, however, that there is some prospect 
that the present demoralization will ultimately lead to some 
permanent good. In many instances the apportionment of 
profits has been wonderfully one-sided. The railroads have 

ad the lion’s share and the manufacturers a pittance— 
enough to keep them from closing down entirely. The 
adjustment has been carried into effect in some cases. 
It is necessary and is imminent in others. What 
is particularly demoralizing now is the irregularity 
with which this process of reaching a sounder basis is going 
on. It has overleaped its mark in some quarters and has not 
approached it in others. The result is that apparently all 
natural boundaries of markets are wiped out. Competitors 
appear suddenly from unexpected quarters, and the battle of 
trade has developed into irregular skirmishes over a very 
wide territory. The end, so far as we can judge, has not yet 
come, If it will result ina more equitable basis, and give 
carriers as wel: as miners and manufacturers all a moderate, 
but steady, profit, the suffering of the present will not be 
without fully compensating advantages.—Iron Age. 








TECHNICAL. 


Locomotive Building. 
The New York, Lake Erie & Western shops in Susquehanna, 
Pa., have recently completed 2 consolidation freight engines 
for the road. : 
The Rogers Locomotive Works in Paterson, N. J., are at 
— onan order for passenger engines for the West Shore 
road. 





The Car Shops. 

The Gilbert Car Co. in Troy, N. Y., has recently completed 
2 very handsome sleeping cars for the Monarch Sleeping 
Car Co. They are to run on the Connecticut River Railroad 
line. 

The Puilman shops at Pullman, IIl., are building some addi- 
tional cars for the Brooklyn Elevated road. The freight car 
shops also have a number of orders to be filled. 


Bridge Notes. 
The Iron City Bridge Co., in Pittsburgh, has the contract for 
building 6 iron bridges for the new Fairmont, Morgantown 
& Pittsburgh road, 
The Baltimore & Ohio shops at Mount Clare, Baltimore, 
are building several iron bridges for the Fairmont, Morgan- 
town & Pittsburgh road. 


Iron and Steel. 

Bettie Furnace, at Spring Hill, W. Va., is preparing to go 
into blast about July 1. It is now owned by the Black 
Bands Iron & Steel Co. 

Cherokee Furnace, at Cedartown, Ga., went into blast 
June 17, using for fuel coke made from Coosa (Ala.) coal. 

The Reading Bolt & Nut Works in Reading, Pa., is ex- 
perimenting with some novel machinery for rolling the 
thread on bolts instead of cutting it. ss 

Baird furnace in the Hocking Valley region in Ohio has 
been thoroughly repaired and went into blast last week, mak- 
ing 3 furnaces pow in operation in this region. 

The South Tredegar Iron Works, at Chattanooga, Tenn., 
have dropped iron and begun the manufacture of steel rails. 

The Williamson Iron Works is the name of a new corpora- 
tion organized at Birmingham, Ala., with C. P. Williamson, 
president, and J. D. Simpson, secretary. The capital stock 
is $150,000, and the company intends to build a blast fur- 
nace having a capacity of 50 tons daily, in Birmingham. 


Manufacturing and Business. 
The Westinghouse Machine Co. in Pittsburgh recently 


shipped an 80 H. P. engine to Eagle Pass, Tex., where it is to |} 


be used to drive the machine shops of the Mexican Inter- 
national road. 

The Dayton (Ohio) Screw Co. will hereafter be controlled 
by the Russell & Erwin Co., of New Britain, Conn., which 
has bought a controlling interest in the stock. The Dayton 
Co. has been the most active competitor of the Russell & 
Erwin Co. in the manufacture of wood screws. 


The Rail Market. 


Steel Rails.—With little busines s reported, except on small 
orders, quotations are steady at $27@$28 per ton at mill for 
ordinary sections and $29 per ton for light rails. Large 
orders for cash, or equivalent terms, could probably be placed 
for somewhat less, although the mills are still fairly busy and 
are not at present hunting for work. 

Rail Fastenings.—Quotations continue nominally un- 
changed at 1.80@1.90 cents for spikes in Pittsburgh; 
2.80@2.75 for track-bolts and 1.65@1.75 for splice-bars. 
Very few new orders are reported. 

Old Rails.—Quotations for old iron rails are somewhat un- 
settled and variable and may be taken at $17@318 per ton 
at tide-water, with a tendency to go down, and buyers are 
confidently offering somewhat less. Old steel rails are 
quoted at $16@$17 per ton in Pittsburgh. 

Awards at the New Orleans Exhibition. 
At the New Orleans Exhibition a gold medal of first class for 
corrugated iron for building purposes was awarded to the 
Cincinnati Corrugating Co., of Cincinnati, O., the fine ex- 
hibit made by this company having been duly entered for 
competition. 
Western Society of Engineers. 

The 210th meeting was held in Chicago, June 16, President 
Williams in the chair. 

Upon ballot Mr. J. M. Howells and Prof. H. B. Herr were 
elected members. 

On motion of Mr. Wright, Messrs. Cregier and Artingstall 
were appointed a committee to draft memorial resolutions on 
the death of Mr. J. A. Porter, a member of the Society. 

The Secretary read letters from the Engineers’ Club of St- 





Louis and the Civil Engineers’ Club of Cleveland asking 
appointment of a committee on the subject of the relations 
of Army and Civil Engineers in the service of the general 
government. 

Upon motion of Prof. Cooley the following was adopted: 

‘* Resulved, That a committee of three be appointed to con- 
sider the present organization of the Engineer service for the 
conduct of public works of the United States. Said com- 
mittee to be empowered to confer with similar committees 
appointed by other engineer societies.” 

he President appointed as such committee Messrs. Cooley, 
Herr and Wright. 

By request, the matter of enlarging the scope and opera- 
tions of the American Society of Civil Engineers, as outlined 
in a personal communication from Mr. A. M. Wellington, 
was taken up for discussion. The expression of views of 
members present was unanimously favorable to the general 
suggestions made by Mr. Wellington. 


A Locomotive Collection. 

Division No. 111 of the Brotherhood of Locomotive En- 
gineers in Chicago are making a praiseworthy effort to secure 
a collection of railroad appliances and of historical and other 
works wap mye, be locomotive management, to be placed on 
exhibition in its hall for the purpose of more fully instructing 
members in the working and construction of locomotive 
engines. The hall will be fitted up with proper shelving and 
suitable appliances for preserving and showing all articles 
received. Working models, drawings and manufactured 
articles will be thenkfully received, and will be carefully and 
properly labeled with the manufacturer’s or giver’s name. 
Communications should be addressed to Mr. T. R. Freeman, 
Chicago, Rock Island & Pacific Round House, Chicago, and 
articles should be shipped to care of Railroad Men’s Reading 
Room, 4,747 State street, Chicago. 


Railroads to the Far East. 

In an interesting article on ‘‘ Railways to the East,” the St. 
James Gazette (London) says: ‘‘It is strange that while so 
much attention is being given to the question of the Suez 
Canal—and it is rightly held that our trade route not only 
with India, but also with Australia, will be permanently en- 
dangered unless we can maintain some control over it—so 
little notice should be taken of the gradual development of 
the railroad system which in the near future will connect 
Europe with the East. Yet these railways may haveas great 
an effect upon English trade as the Suez Canal itself. In 
modern times the trade with the East, including Turkey in 
Europe, as well as in Asia, has been carried on so exclusively 
by sea, that we are apt to forget that, up to the period of 
the conquest of Asia Minor, Egypt and Constantinople, 
by the Ottoman Turks, the whole of the Asiatic trade 
went by land. This commerce was checked by the 
ruinous proceedings of the Turks; and then came 
the discovery of the route round the Cape of Good 
Hope. Thenceforward, until the establishment of the so- 
called overland route down the Red Sea, and the construc- 
tion of the Suez Canal, the trade with India, China, and 
Persia was carried on almost exclusively round the Cape. 
Hence the decay of Venice and Genoa and the increased 
commercial importance of Portugal, Holland, and England, 
which has lasted in the case of our own country until the 
resent day. The result, however, has been to shut Central 

urope out almost entirely from any participation in this 
extensive and profitable commerce; an exclusion which, as 
can be judged by many symptoms. will be acquiesced in, by 
Germany at least, no longer than can be avoided. Certainly 
there is no lack of evidence to show that the Germans are 
watching, with that cool, persistent grasp of facts which has 
of late years been characteristic of their statesmanship, the 
probable return of the Eastern trade in great part to the old 
channels,” 


A Danger of the London Underground Railroad. 
A serious mishap occurred on Monday afternoon on the 
Underground Railway, near Sloane Square, where a new 
main sewer is in course of construction. The old sewer, 
which is still in use, is in a very rotten condition, and on 
Monday afternoon, becoming overcharged by the heavy 
rainfall, suddenly burst and flooded the railway for a dis- 
tance of several hundred yards. The first indication of what 
had happened was noticed at half-past three, just as the 
Putney train had drawn up at Sloane Square station. The 
station-master, fearing what had happened, caused all the 
passengers to alight and the station to be cleared. This was 
accomplished without mishap, and the train was backed out 
of the station before the flood reached the level of the fire- 
box. Two pumps were set to work, but they made little way 
against the torrent, which rapidly rose until it entirely filled 
the depression on the line, beginning 150 yards toward South 
Kensington and ending 50 yards toward Victoria.—London 
(England) Mechanical World. 


Weather Service on a Railroad. 

The Davenport, (Ia.) Gazette says: ‘‘Assistant General Super- 
intendent Royce, of the Rock Island road, has for many 
years been a close observer of the weather, and is unusually 
»0sted in meteorological affairs, whether in the form of snow 
blockades, spring floods or summer tornadoes. A casual con- 
versation recently between Mr. Royce and Sergeant Connor, 
of the Des Moines signal station, has resulted in an agreement 
between the two to organize a volunteer weather service for 
the Rock Island road in Iowa. Sergeant Connor will supply 
the observations and forecasts, and Superintendent Royce 
will arrange for the details of their distribution. The ser- 
vice is expected to begin July 1, and will no doubt be of ad- 
vantage to train crews and the people along the lines of the 
Rock Island.” 


A Cable Railroad in Brooklyn. 


The engineers of the Brooklyn & Long Island Cable road are 
now engaged making a survey of the streets through which 
the company’s proposed road is to run, from the South Ferry 
in Brooklyn tothe Long Island Railroad at Flatbush av- 
enue. It is intended to begin the work of constrnction as 
soon as the necessary plans are prepared. 

New Motors for Street Cars in Fngland. 
Among the numerous methods of driving tram-cars by 
mechanical means which are now competing for supremacy 
may be enumerated steam locomotive engines, and the. cable 
system of endless wire ropes driven by stationary steam 
engines, and running in gutters beneaththe roadway which 
haul the cars by means of a gripping arrangement actuated 
by the driver. Gas engines carried upon and driving the 
wheels of the car have been successfully tried in Australia, 
the requisite gas being contained in reservoirs upon the car 
which are filled from stationary gasometers. We have 
electric cars worked on two separate principles, in one system 
by means of a cable of some form underground which trans- 
mits the energy from steai engines at fixed stations convey- 
ing it to motors upon the car, and in the other by accumu- 
lators asin the arrangement of Mr. A. Reckenzaun, where 
the energy is carried within the car itself, independent of ex- 
ternal influences. In this, the most recent arrangement 
of the kind, the Electrical Power Storage Co., having ac- 
quired the patents of Sellon, Swann, Volckman and Faure, 
have combined the advantage of each in a practical manner. 
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gether 11/ tons, are contained in a lead-lined box and will] suicide. As soon as the train was brought to a standstill to 


propel a car with 46 —— for about two hours includ- 
ing 60 stoppages per hour. A car of this description has been 
running between Millwall and Battersea. Two electric 
motors fixed upon the bogie trucks, and revolving 900 to 
1,000 times per minute, convert the energy of the battery 
into mechanical power, being each about 9 h. p. and weigh- 
ing 420 lb. There remains the compressed air system about 
which we may say a few words. The two greatest problems 
which have to be overcome in machines of this class are those 
of dealing with an elastic force which varies in intensity as 
the supplies contained in reservoirs becomes exhausted, and 
the excessive cold produced at the point of escape which 
would under ordinary circumstances be sufficient for the 
formation of ice. Although the first difficulty may be over- 
come by reducing the pressure before using it to the mini- 
mum required to propel the car when the reservoirs are 
nearly empty, this entails such aloss of energy that it is 
practically out of the question. Mr. Scott-Moncrieff in his 
cars surmounts the difficulty by an ingenious automatic ap- 
paratus, by which expansion valves cut off the air at a differ- 
ent point for each stroke, as the pressure in the reservoir be- 
comes less, being in fact a kind of compensating arrangement, 
which may be compared to aclock or watch spring, the 
energy of which becomes less as it unwinds itself. This re- 
duction by expansion in the cylinder also goes far to do away 
with the difficulty of the formation of ice at the outlet of the 
air, as thisonly occurs when the air escapes from the cylin- 
ders above the pressure of the atmosphere, whereas in the 
above case it is reduced to less than that pressure. 

In the arrangement of the Mekarski Air Co., which is 
about to be adopted at Holloway, London (one of whose cars 
is now at work in the grounds of the South Kensington Ex- 
hibition), the air is warmed before being used. This is done 
by passing it through coils of pipe contained in the vertical cy- 
linders or ** bottles” of hot water on the two end platforms of 
the car, the water being changed at the same time as the air 
reservoirs are charged—viz., at termina] stations provided 
with the necessary steam engines and air pumps, etc. The 
 aevmey sve car y and the air engines are. combined, the 
atter, together with the air reservoirs, being contained in 
the underframe, which is made very deep and massive for 
that purpose. Aithough there are objections to separate 
engines and cars in crowded thoroughfares on account of 
the room occupied and the difficulty of shunting the 
former at the ends of the journey, it appears to us 
that the arrangement of combining engine and pas- 
senger car in the same vehicle is objectionable in man 
respects as far as economical working is concerned. 
The dead weight is considerably increased, which necessitates 
heavier rails and stronger roadway. ‘In the event of a car 
being laid ps for repairs both engine and car are disabled, 
and it is also necessary to have as many engines as cars, 
whereas with separate locomotives it is found that a much 
less number will be sufficient. The engines and machinery, 
too, being crowded together under the floor, cannot be prop- 
erly examined without considerable trouble. In some of the 
first steam cars introduced this combined arrangement was 
adopted, as well as in the early days of railways, but the 
idea never gained ground, and being found inconvenient and 
expensive was soon abandoned. 

he superiority of air cars over steam, consists, independ- 
ently from the question of economy, which is a disputed 
point, in freedom from the products of combustion, which is 
very unpleasant to passengers on the top seats [English street 
cars usually have seats on the roof], as any one who has thus 
traveled will know well. In fact, on some steam tramway 
lines screens of glass are fixed for the protection of the pas- 
sengers.—Mechanical World. 


Large Centrifugal Pumps. 

The Southwark Foundry & Machine Co., of Philadelphia, 
has just completed and is preparing for shipment a pair of 
centrifugal pumping engines for the United States Navy 
Yard at Mare Island, Cal., which are claimed to be the 
largest ever made in this country, and, with one exception, in 
the world. }Each pump weighs,165,000 Ibs. The engine 
cylinders are 28 in. in diameter by 24-in. stroke. The pumps 
are over 11 ft. in diameter, and each has a capacity of 40,000 
gallons per minute. All of the pump pi are 42 in. in 
diameter. Each engine drives a pump directly, and each 
acts independently of the other. The entire action of the 
pumps is reguiated by a single man. The engines are sup- 
plied with the Porter-Allen link motion. 


A Smoke-Consuming Engine. 


The first smoke-consuming locomotive. that ever came into 
the Union Depot, engine No. 11, named ‘‘ Jesse Seligman,” 
of the St. Louis & San Francisco road, brought Capt. 
Rogers’ special train in from Springfield yesterday. is 
engine has in it a smoke-consuming fire-box, sweeten | by Mr. 
Kearney, Master Mechanic of the Frisco line, and put in the 
engine at the company’s shops at Springfield. This engine 
pulled Capt. Rogers’ special train from Springfield to Wichita 
and back, 536 miles, without drawing the fire, and arrived 
at Springfield in first-class shape. She made abundance of 
steam all the way and no one on the train suffered any incon- 
venience from cinders or smoke. This engine was changed 
from an ordiuary coal-burner toa smoke-consumer. The 
engineer who ran her from Springfield to Wichita and re- 
turn as a smoke-consumer, used to run her when she was an 
ordinary coal-burner, and he says she burns one-third less 
coal now than she did in her original shape. She has been 
put on the regular commuter train between St. Louis and 
Rose Hill, and from this on will run regularly on that train. 
St. Louis Republican, June 18. 








THE SCRAP HEAP. 


Accidents—Should Couplings Hold or Break ? 

A correspondent, ‘‘ J. M. G.” writes as follows: ‘‘ One 
day last winter I was a passenger on a train, the baggage and 
express car of which left the track and went down the bank, 
dragging with it the smoker, which was next behind it. The 
near coupler of the smoker gave way, and the car in rear of 
the smoker, with the others behind it, remained on the rails. 
Hence the breaking of a coupling operated to save a part of 
a train from derailment. 

‘In the instance specified below the holding of a link had 
the effect of preventing a wreck. 

“On Feb. 23, 1885, as train No. 31 of the Erie & Pitts- 
burgh road, Donlin, conductor, reached a point 114 miles 
north of Albion Station, an axle in the forwaid truck of a 
loaded box-car broke just inside the wheel. The wheel fell 
between the rails with journal-side up, and was caught and 
held by the sand-board, or lower bolster, of the following 
truck. The dismembered truck went into the ditch, leaving 
its end of the car nominee: on its coupling. The link of this 
coupling carried the disabled car, and hauled the train behind 
it, with the detached wheel skating along the icy road-bed, 
as far as Albion, where the break was discovered. 


Bothering the Engineers. 

_For several days the engineers and trainmen on the New 
York, Woodhaven & Rockaway Railroad have been consider- 
ably annoyed by a German who would appear in different 
portions of the road, and, standing in the middle of the track, 
ace the approaching engine as if he intended to commit 


avoid killing him he would start on a run and make his esca 
in the w . Detective Farnagh succeeded yesterday in 
arresting him on the trestle work. He was standing in the 
track of the westward bound train, and was unable to get 
away when the train slacked up. He tried to drop through 
the trestle work, but the detective seized him before his design 
could be accomplished. He was taken to Long Island we 
where he gave his name as Adolph Fritz, ond said that he 
resided at Erie. He is believed to be insane, and will be ex- 
amined as to his sanity to-day.—New York Times, June 22. 


A Runaway Train. 


- The lateness of the second Atlantic py ee yesterday morn- 
ing on the Central road was due to a break in the boiler of 
the engine. Soon after leaving Syracuse a hole was dis- 
covered through which water was running into the fire-box, 
which rendered it impossible to run under a full head of 
steam. The train was much behind time. Between Schen- 
ectady and the viaduct in this city the grade is well known to 
be very steep, and the train—being a very heavy one, and 
all the brakes wide open—escaped the control of the engineer, 
who whistled down brakes while the train was running down 
the grade at the rateof about a mile a minute. Owing to 
the crippled state of the engine the air-brakes could not be 
applied. One of the brakemen did not Ln ae to the signal, 
and the conductor applied the brake hi . Itis said that 
the 5 brakeman was subsequently found asleep in a 
corner. e was discharged on the arrival of the train at 
Albany.—Albany (N. Y.) Journal, June 17. 


Fast Time. 


One day last week a train carrying the president and 
directors of the Delaware, Lackawanna & Western Co. made 
the trip over the Morris & Essex Division from Hoboken to 
Washington, N. J., 67 miles, in 1 hour 24 minutes, being at the 
rate of 47.9 miles per hour for the eutire distance, including 
two stops for drawbridges and slow running required at other 

ints. The fastest time made was on the 4.6 miles between 

ort Morris and Waterloo, which was run in 4 minutes, or 
at the rate of 69 miles per hour. The 20 miles from Port 
Morris to Washington was run in 19 minutes, or at the rate 
of 63.2 miles per hour. The train consisted of 3 cars, and 
was drawn by Engine No. 134, which has 18 by 24 in. 
cylinders and 5 ft. 6 in. driving wheels. 

The fast train on the West Shore road on June 4 last made 
the run from Newark, N. Y., to East Buffalo (94 miles) in 
119 minutes. Of this time 13 minutes is deducted for stops, 
leaving the actual running time 106 minutes, being at the 
rate of 53.2 miles per hour. The actual running tame from 
Frankfort to East Buffalo (202 miles) with 6 cars was 254 
minutes. On June 17 the same train with 7 cars ran from 
Newark to East Buffalo in 105 minutes and from Frankfort 
to East Buffalo in 247 minutes or, at the rate of 49.1 miles 
per hour. 


A Valuable Dog. 


‘** Expect they had some fine pups up at the Chicago dog 
show,” remarked a passenger from Ohio, ‘‘ but I have a dog 
at home I wouldn't trade for the best of ’em.” 

‘* What breed is he ?” 

** Don’t know exactly, but call him a coaly.” 

‘* Collie, you mean ?” 

** No, I mean just what I say—coaly. Money wouldn’t buy 
that dog. He’s a cur, but we couldn’t keep house without 
him. You see, several years ago I trained him to bark at the 
railroad trains as they d our house. That's his sole 
business—barking at trains. He does just whoop her up, 
especially at coal trains. Well, he annoys the railroad so 
that every fireman and brakeman on the road has sworn to 
kill him. Oh, but he isa valuable dog.” 

‘*T can’t see where the value comes in.” 

‘*' You can’t ? Well, you could if you was in my place and 
had all the coal you could burn and some to sell thrown 
right off at your back door, free of cost.”—Chicago Herald. 


For Spot Cash. 


‘Hello, John !” exclaimed a passenger on a train up in 
Michigan, addressing the conductor; ‘‘I hear you’re going 
to quit the road.” 

‘* Yes; this is my last trip.” 

‘* Not discharged, I hope ?” 

**Oh, no; I sold out.” 

** Sold out ?” 

‘* Yes, and for spot cash.” 

‘* For what ?” 

‘*Spot cash, I say. Last week I took in a cash fare and 
failed to pay it over to the company. The cash passenger 
was a spotter.”—Chicago Herald. 


A Cable Car Accident. 


A dispatch from Kansas City, Mo., June 16, says: ‘‘ A 
train appeared on the top of the steep incline on the new cable 
road, near the Union Depot, yesterday afternoon,and dashed 
down at a fearful rate of spa. The train was composed of 
two cars and a grip car, and was filled with passengers, who, 
when they saw the train beyond control, endeavored to escape, 
but remained in the cars, as to jump from the train would 
have been almost certain death. As the train proceeded it 
gained in At the end of the plane at the depot it col- 
lided with another train. Four men who were on the grip car 
were seriously injured. One had both legs amputated, and 
will die. The road has been in operation only two days. The 
accident was caused by the gripman becoming excited and 
losing control of the grip.” 

Just as Well. 

‘* What time does the train go?” he lazily inquired as he 
slouched into the depot. 

‘* What train ?” asked the special officer in reply. 

‘* Well, lemme see ¢ Gimme time to sit down and look up 
my documents.” 

He sat down and overhauled aie poset, and at the end of 
a quarter of an hour he approach the officer with: 

‘**T want to go to Flint. 

‘Flint ! The train left five minutes ago.” 

‘* Gone right out, has it ?” 

** Yes, sir.” 

** And I'm left ?” 

‘** You are.” 

‘* Well, perhaps it’s better. I presume I should have fallen 
asleep and been carried 50 miles too far. Ill try and be on 
hand next time. but you needn’t ask them to wait if I ain’t 
here. I may take a notion to walk.”—Detroit Free Press. 
Killing Cattle by Wholesale. 

A freight train on the Gulf, Colorado & Santa Fe ran into 
a herd of stampeded cattle the other day six miles south of 
this city, and injured 103, killing 18 outright. The herd of 
cattle numbered 3,000, and were stampeded by the thunder- 
storm. In their mad career they carried a barbed-wire fence 
about 300 yards.—Fort Worth (Tex.) Gazette. 

A Tough Bull. 

An Alderney bull, belonging to Philip Dietrich, of South 

Orange, N. J., started Monday of this week to cross the rails 





tangled in the railroad ties and held him on the track. He 
faced the locomotive, and the engineer tried to stop the train! 


in front of a swiftly moving train. His chain became en-| J 


although he thought he had at last met the veritable bull that 


pe | considered himself strong enough to toss a locomotive from 


the track. The engine flung the bull 20 ft. into an adjoinin 
lot. A number of men attempted to drag away the anim 
10 minutes afterward, but the bull resented the rough hand- 
ling, and springing to his feet, walked away seemingly unin- 
jured. 


Ornamenting the Road. 


When Mr. W. J. Murphy was Superintendent of the Dela- 
ware Division of the New York, Lake Erie & Western road, 
he was was the first to inaugurate the flower gardens at sta- 
tions on his division, and the station grounds were so much 
improved and beautified that the name ‘‘ Bouquet Division’ 
was given to the Delaware. Mr. Murphy took charge of the 
Buffalo and the Rochester divisions last December and just 
as soon as the frost was out of the ground last spring, work 
was commenced at all stations preparing flower gardens, 
until now they are in a fair way to outdo his old division. A 

rty of ladies and gentlemen while riding over the Buffalo 

ivision a day or two ago, and noticing the improvements 
that are being made, suggested that the division be called the 
‘*Flower Garden of the Erie.” 


®eneral Railroad Mews. 
MEETINGS AND ANNOUNCEMENTS. 
Meetings. 
Meetings of the stockholders of railroad companies will be 
held as follows : 


Marquette, Houghton & Ontonagon, annual meeting at the 
office in Marquette, Mich., July 16, at noon. 


Dividends. 
Dividends on the capital stocks of railroad companies have 
been declared as follows : 

Chicago, Rock Island & Pacific, 1°4 per cent , gpertety, 
payable Aug. 1, to stockholders of record on June 27. 

Chicago, St.Paul, Minneapolis & Omaha, 1%¢ per cent., 
quarterly, on the preferred stock, payable June 20, to stock- 
holders of record on June 30. 

Evansville & Terre Haute, 1 per cent., quarterly, payable 
July 1. to stockholders of record on June 22. 

Flint & Pere Marquette, 2 per cent., semi-annual, on the 
preferred stock, payable July 15, to stockholders of record 
on June22. The July dividend last year was 314 per cent. 

Richmond & Petersburg, 2\4 per cent., semi-annual, pay- 
able July 1, to stockholders of record on June 25. 

St. Paul & Duluth, 344 per cent., semi-annual, on the 
preferred stock, payable July 22. 

Vermont Valley, 3 per cent., semi-annual, payable July 1. 


Railroad and Technical Conventions. 
Meetings and conventions of railroad associations and tech- 
nical societies will be held as follows : 

The International Association of Traveling & Passenger 
Agents will hold its annual convention in Boston, Tuesday, 





July 7. 
The Southern Railway & Steamship Association will hold 
its annual convention in Atlanta, Ga.,on Wednesday, July 8. 
The General Baggage Agents’ Association will hold its 
half-yearly meeting in St. Paul, Minn., on Wednesday, July 
15 


The Master Car-Painters’ Association will hold its annual 
convention in Toronto, Ont., on Wednesday, Sept. 2. 

The National Association of General Passenger & Ticket 
Agents will hold its next half-yearly meeting in New York, 
at 11 a. m., on Tuesday, Sept. 15. 


Foreclosure Sales. 


The Hastings & Grand Island road was sold in Omaha, 
Neb., June 19, under a de; of foreclosure, and was bought 
in by the trustees for $247,663. The road extends from 
Hastings, Neb., to Grand Island, 25 miles, and is operated as 
part of the St. Joseph & Western. Its purchase is made 
under the agreement for the reorganization of that com- 
ny. 

died Order of Railway Conductors. 

The order of Railway Conductors held its annual meeting in 
Cleveland, O., recently. This order has been in existence for 
17 years, and the reports presented at the meeting show that 
it is now in a very flourishing condition, having a large num- 
ber of members. The usual routine business was transacted, 
no important changes being made, and it was decided to 
meet in Louisville next year. 


Baltimore & Ohio Employes’ Relief Association. 
The May sheet of this Association shows the payment of 
benefits to members during the month as follows: Main 
Stem, Transportation Department, 150 ; Machinery _Depart- 
ment, 204 ; Road De ent, 114 ; Baltimore & Philadel- 
phia, 1 : Pittsburgh Division, 88 ; Trans-Ohio divisions, 211 ; 
physicians’ bills, 151 ; a total of 919 payments, varying in 
amount from $1,000 down to 50 cents. 


American Train Dispatchers’ Association. 
The second annual convention of the American Train Dis- 
patchers’ Association was held in Denver, Col., June 16, with 
an attendance of about 250 delegates. The first day’s session 
was largely occupied in balloting for new members and other 
routine business. ’ . 

On the second day the convention considered the question 
of a uniform system of rules and train orders. The resolutions 
adopted favor the use of the double order system wherever 
practicable; that conductors only be required to sign train 
orders; that all trains lose their rights after becoming 12 
hours late; that time orders be used; that, in case of emer- 
gency, trains be run against holding orders signed by the 
agent or operator; that all conductors and engineers be re- 
quired to examination on time card and rules regarding 
running of trains; and that stationary train order signals, 
both for day and night use, by red and white, the normal 

ition to be white, to be moved to red when it is desired to 
old trains. 

On the third day officers for the ensuing year were elected, 
as noted elsewhere. ; 

The proposition to incorporate the insurance feature in the 
organization was voted down. A resolution for the forma- 
tion of local lodges was adopted. The Secretary's salary was 
increased to $1,000. It was decided to send three delegates 
to the Superintendents’ convention in Chicago, Oct. 8, to 
present the conclusions of this convention. The next meeting 
will be held in Chicago on the second Tuesday in June, next 

ear. 
” On the day after the adjournment of the convention the 
members present started on a two days’ excursion 
the mountains on the Denver & Rio Grande road. 


ELECTIONS AND APPOINTMENTS. 


Americus, Preston & Lumpkin.—At the annual meeting 
in Americus, Ga., June 17, the following directors were 
chosen : T. S. Chappell, W. 8. Gillis, G. W. Glover, 8. H. 
Hawkins, J. B. Hudson, C. A. Huntington, H. H. Jo 











hnson, 
. B.: Latimer, J. W. May, J. B. . J. R. Stapleton, 
W. H. Statham, Thornton Wheatley. The board elected 
S. H. Hawkins President ; T. N. wkes, Secretary and 
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Treasurer. Mr. M. Mabel was appointed Acting Chief Engi- 
neer in place of H. L. Collier, resigned. 


American Train Dispatchers’ Association.—At the conven- 
tion in Denver last week this Association elected the followin 


officers for the ensuing year; J. Lynahan, Corning, N. 
Y., President; A. J. Praster, Seymour Ind., Vice-President; 


Isaac McEwen, Buffalo, N. Y., Secretary and Treasurer. 
Executive Committee, A. R. Dill, Hinton, W. Va.; Hugh 
Daly, St. Thomas, Ont.: H. M. Forrest, Boston; W. F. 
Larimer, Pueblo, Col.: J. W. Stapleton, Chicago; J. Fitzsim- 
mons,:Plaquemine, La.; A. G. Hartigan, Lacrosse, Wis. 


Arkansas & Grand Prairie.—The directors of this new 
company are: J. A. Crawley, Frank Weeks, D. F. Keeney, 
G. E. Calkins and D. C. Smith, of Chicago. 


Association of Railroad Telegraph Paportentas. ie 
Cleveland, O., last week, the followin officers were chosen: 
President, C. W. Harmon, St. Louis; Vice-President, George 
L. Long, Boston; Secretary and Treasury, 8S. W. Drew, Chi- 


cago. 


Brooklyn & Long Island Cable Railroad Co.—Mr. Anthony 
Jones, formerly with the Long Island Railroad, is Chief En- 
gineer of this company, with Mr. W. A. Brackenbridge as 
First Assistant. 

Burlington & Northwestern.—At the annual meeting in 
Burlington, Ia., June 17, the following officers were elected: 
President, T. W. Barhydt; Vice-President, J. T. eee 
Secretary and Treasurer, R. M. Green; Superintendent, E. 
S. Edgar; Auditor, J. A. Ostrander. 


Burlington & Western.—At the annual meeting in Burm 
lington, Ia., June 17, this — elected the following offi- 
cers: President, T. W. Barhydt; Vice-President, C. P 
ei Auditor, J. P. Ostrander; Secretary and Treasurer: 
R. M. Green. 


Chicago & Northwestern.—Mr. J. F. Wiley is appointed 
Eastern Passenger Agent of this coment, with ice 409 
Broadway, New York, in place of M. F. Sullivan, resigned. 
Mr. Wiley will have supervision of the passenger interests of 
this company in New York city, Brooklyn, Jersey City, 
Hoboken and vicinity. 


Chicago, St. Louis & Nashville.—This cone has elected 
the following officers : Albert L. Blackman, New York, Presi- 
dent; H. Clay Conde, St. Louis, Vice-President; A. M. 
Schlierholz, Waterloo, Ill., Secretary: Paul Jones, New York, 
Treasurer. 


Cincinnati, New Orleans & Texas Pacific.—Mr. H. Coll- 
bran, General Freight Agent, is a yeneral Passenger 
Agent also, in place of Mr. E. P. Wilson 


Cleveland & Canton,—This company has been organized 
as successor to the Connotton Valley, with the following di- 
rectors: Samuel Allen, Dell Roy, O.: Isaac H. Taylor, Car- 
roliton, O.; W. R. Bell, E. T. Blood, Samuel Briggs, A. 8. 
Emery, Seth T. Paine, Albert Rokusek, Cleveland, O.; 
Francis Bartlett, Liberty Bigelow, H. A. Blood, W. O. Chap- 
man, A. N. Parlin, Wm. Rotch, J. B. Thomas, m. 


Cleveland, Columbus, Cincinnati & Indianapolis.—The 
following circular has been issued: ‘‘ M. S, Wasson, Assist- 
ant General Freight Agent Indianapolis & St. Louis Rail- 
way, St. Louis, Mo., is hereby placed in charge of the freight 
traffic of the. Indianapolis & St. Louis, between St. Louis, 
Mo., and St. Mary’s, Ind., inclusive. A. 8S. White, General 
Agent, Indianapolis, will have charge of the freight traffic 
between Terre Haute, Ind., and Martel, O., inclusive. Fred. 
Raine, Agent, Cincinnati, O., will have charge of the freight 
traffic between Cincinnati and Carrollton, O., inclusive. 
They will have charge of all matters pertaining to freight 
traffic in their respective territory, subject to orders from 
the general freight office.” 


Detroit, Mackinac & Marquette.—This company, at its 
recent annual meeting in Detroit elected directors as follows : 
James McMillan, John 8S. Newberry, Hugh McMillan, Fran- 
cis Palms, George Hendrie, Wm. B. Moran, F. E. Driggs, 
Detroit, and George I. Seney, New York. The board elected 
officers as follows : President, James McMillan; Vice-Presi- 
es John S. Newberry: Secretary and Treasurer, Hugh Mc- 
Millan. 


East & West, of Alabama,—Mr. Frederick M. Wilcox is 
appointed General Freight and Passenger Agent in place of 
George T. Kershaw, resigned. 


Evansville, Terre Haute & Chicago.—At the annual meet- 
ing, June 17, the old board of directors was elected as follows: 
Joseph Collett, W. R. McKeen, H. W. Beckwith, R* J. Ges 
sie, R. D. Moffat, S. 8. Collett, E. M. Beason, Claud Mat- 
thews, Baskin E. Rhoads. The board organized by the elec- 
tion of Joseph Collett President and Treasurer. 


Fargo & Southern.—At the annual meeting in Fargo, 
Dak., June 16, the following directors were chosen: John W. 
Cary, D. C. Green, B. L. Lomax, P. M. Borers Milwaukee; 
H. E: Sargent, Philip Wadsworth, T. W. Wadsworth, Chi- 
cago. The board elected H. E. Sargent, President; T. W. 
Wadsworth, Secretary and Treasurer. 


Flint & Pere Ma tte.—The new board has elected the 
following officers: President, W. W. Crapo, New Bedford, 


Mass.; Vice-President, H. C. Potter, East inaw, Mich. ; 
ee and Treasurer, H. C. Potter, Jr., Saginaw, 
MAC 


Fort Scott & Lincoln.—The directors of this new company 
are: A. M. Ayer, J. F. Ayer, Urbana, Ill.; J. D. Bronson, 
J. M. Davies, L. Farnsworth, W. H. Welsh, F. L. Wilson, 
Fort Scott, Kansas. 


Indiana Block Coal.—At the annual meeting, June 17, 
the following directors were chosen : Joseph Collett, George 
Penn, James H. Turner, L. D. Thomas, C. Fairbanks. T 
— organized by the election of Mr. Collett President and 

reasurer. 


Master Car-Builders’ Association.—The officers elected at 
the recent convention are: President, B. K. Verbryck, Chi- 
cago; First Vice-President, W. McWood, Montreal; ond 
Vice-President, J. W. Cloud, Altoona, Pa. ; Third Vice-Pres- 
ident, E. W. Graves, Baltimore; Treasurer, John Kirby, 
Cleveland, O. The members of the Executive Committee 
ome John S Lentz, Packerton, Pa.; R. C. Blackall, Albany, 


. Y.; F. M. Wilder, Susquebanna, Pa. 


_ Master Mechanics’ Association.—At the annual convention 
in Washi m last week the following officers were elected : 
President, J. Davis Barnett, Grand Trunk ; First Vice-Presi- 
dent, W. Woodcock, Central of New Jersey; Second Vice- 
President, Jacob Johann Wabash, St. uis & Pacific; 
Secretary, J. H. Setchel. Brooks Locomotive Works; Treas- 
urer, George Richards, Boston & Providence. Secretary 
Setchel begins his sixteenth year of service in that office. 


Mewican Central.—Mr. I. A. Eacutt is appointed Superin- 
tendent of the Third Divisior, vice William Davis resigned. 
Authority effective from June 1. 


Mobile & Ohio,—Mr, Sumner Hopkins, late General North- 
ern Agent at Chicago, has been promoted to be Assistant 





General Freight Agent, with headquarters at Cairo, Ill. The 
office at Chicago has been closed. 


Ogdensburg & Lake Champlain.—At the annual meeting 
in Ogdensburg, June 18, the old directors were re-elected, as 
follows: Wm. J. Averill, D. W. Lawrence, Ogdensburg, 
N. Y.; J. W. Hobart, J. Gregory Smith, E. C. Smith, F. S. 
Stranahan, St. Albans, Vt. ; . Smalley, Burlington, Vt. ; 
James R. Langdon, Montpelier, Vt.; Samuel A. Carlton, 
W. A. Haskell, H. L. Millis, Sterne Morse, Boston. 


Order of Railway Conductors.—The officers for the ensuing 
year are: Chief Conductor, E. L. Paisley; Assistant Chief 
Conductor, E. L. Potts; Secretary and Treasurer, F. A. Bun- 
nell; Senior Conductor, A. J. Thieman; Junior Conductor, 
John McVeen; Inside Sentinel; D. Gilmore; Outside Senti- 
nel, G. A. Coleman. 


Rio Grande & Eagle Pass.—This new company has elected 
Stephen G. Wright sident; James Haynes, A. L. McLane, 
M. Mowry, H. C. Smith, directors; Wm. Sharp, Secre- 
tary. Office at Laredo, Texas. 


St. Joseph & Grand Island.—The officers of this new 
company, successor to the St. Joseph & Western, are: Presi- 
dent, James H. Benedict; directors, Oliver Ames, E. C. 
Benedict, Isaac H. Bromley, Samuel Carr, Jr., S. R. Calla- 
way, John F. Dillon, H. P. Dillon, J, M. Lichtenauer, F. R. 
Pendleton, Wm. Strauss, Judge Usher, A. L. Williams. 


St. Joseph Valley.—This company has been reorganized by 
the election of the following directors : William R Rough, 
T. L. Wilkinson, Jacob J. Van Riper, Fred McOmber, L. P. 
Fox, Solomon Rough, Henry Kephart, B. Helmick, William 
Osborn. The directors elected officers as follows : President, 
William R. Rough ; Secretary, Fred McOmber ; Treasurer, 
William Osborn ; General Manager, B. Helmick. 


St. Paul d& Duluth.—At the annual meeting recently the 
following officers were chosen: President, William H Fisher, 
St. Paul; Vice-President. W. H. Rhawn, Philadelphia; Gen- 
eral Solicitor, James Smith, Jr. ; Sec and Treasurer, P. 
S. Hardis, St. Paul; Assistant Secretary, Calhoun Latham, 
New York. Four changes in the directory were made, S. 8S. 
Merrill, deceased, Marvin Hughitt, P. M. Myers and A. Han- 
vel going out, their places being taken by C. D. Drake, J. M. 
Earle, W. H. Fisher and Roswell Miller. 


Salt Lake & Western.—In Salt Lake, Utah, recently, this 
company, controlled by the Union Pacific, elected directors 
as follows: W. W. Riter, Salt Lake; S. R. Callaway, Omaha; 
Charles Francis Adams, Jr., Ezra H. Baker, F. Gordon Dex- 
ter, Elisha Atkins, F. L. Ames, Boston. 


Seattle, Lake Shore & Eastern.—The officers of this new 
company are: President, J. R. McDonald ; Vice-President, 
Thomas T. Minor; Secretary and Auditor, Charles H. 
Kittinger ; Assistant Secretary, E. H. Jefferson; Treasurer, 
F. H. Osgood ; Manager. D. H. Gilman. Office in Seattle, 
Washington Territory. 


Silver Springs, Ocala & Gulf.—The officers of this com- 

ny are: President, W. T. Sylvester; Vice-President, 

muel Agnew ; Secretary and Chief Engineer, N. R. 
Gruelle. Office in Ocala, Florida. 


Southern Pacific Co.—Mr. Stephen T. Gage is appointed 
Assistant to President of this company. 


Stony Brook,—This company, whose road is leased to the 
Boston & Lowell, has elected James B. Francis President ; 
Jacob Rogers, Clerk and Treasurer. 


Toledo, Peoria & Warsaw.—Mr. E. N. Armstrong has 
been appointed General Superintendent; H. D. Gould, Gen- 
eral Freight and Passenger Agent, and E. D. Usner, Aud- 
itor. 


Wabash, St. Louis & Pacific.—Mr. M. Knight, General 
Freight Agent, has sent out the following circular to agents 
and connections: *‘ The Toledo, Peoria & Warsaw Railway 
being no longer operated by the Wabash, St. Louis & Pacific 

ilway, the remaining territory heretofore under the super- 
vision of Mr. H. D. Gould, as Division Freight Agent, will be 
annexed to that portion of this railway under the supervision 
of Mr. 8S. B. Knight, Division Freight Agent, Decatur, Ill., 
whose territory will hereafter consist of the following lines in 
Illinois: Danville to Quincy (not including Danville), 222 
miles; Sidney to Champaign, 12; Altamont to Chicago (not 
including Chicago), 215: Shumway to Effingham, 9; Fair- 
bury to Streator, 32: Decatur to East St. Louis, 110; 
Edwardsville to Edwardsville Crossing, 9; Springfield to 
Havana, 47; Bates to Grafton, 71; Jackson to Peoria, 83; 
Bluffs to Hannibal, 50; Maysville to Pittsfield, 6; Glayton to 
Keokuk, 42. Total mileage, 908 miles.” 


Winona, Alma & Northern.—At the annual meeting in 
Alma, June 10, the following directors were elected: W. 
H. Holcolm, Rochelle, Il.; J. W. Traer, La Crosse, Wis. ; F. 
H. Head, L. O. Goddard, H. W. Weiss, Chicago. The head- 
quarters were moved from Alma to La Crosse, Wis. The 
officers remain as heretofore. 








PERSONAL. 


—Mr. George T. Kershaw has resigned his position as Gen- 
eral Freight and Passenger Agent of the East & West Rail- 
road of Alabama. 


—Commissioner Albert Fink sailed from New York last 
week for Europe, taking the first vacation he has had for a 
number of years. 


—Mr. H. L. Collier has resigned his position as Chief Engi- 
neer of the Americus, Preston & Lumpkin road, the work of 
construction being now nearly finished. 


—Mr. E. P. Wilson has resigned his position as General 
Passenger Agent of the Cincinnati, New Orleans & Texas 
Pacific road. He is a widely known and very popular man. 


--—Mr. William Duncan, Freight Agent of the Ohio & Mis- 
sisippi road, who was recently chosen one of the arbitrators 
of the Western Freight Association, has declined that posi- 
tion. 


—Mr. J. G. Hartigan has resigned his position as Train- 
master of the Southern Minnesota Division of the Chicago, 
Lo eg & St. Paul road 'to accept a position on the Texas 

acific. 


—Mr. J. C. Gault has resigned his position as arbitrator of 
the Western Freight Association in consequence of his re- 
moval from Chicago to take charge of the Cincinnati, New 
Orleans & Texas road. 


—Mr. Cicero Burruss, a Ng ng citizen and banker of 
Norfolk, Va., died in that city June 19. He was a director of 
the Atlantic & Danville Railroad Co. from its first organiza- 
tion, and President for a year past. 


—Mr. C. P, Atmore, General Passenger Agent of the Louis- 
ville & Nashville, while in Chicago recently, was surprised by 





—Gen. Bird W. Spencer, formerly Treasurer of the New 
York, Lake Erie & Western Co., has commenced a suit for 
libel against Mr. John King, now President of the company. 
The suit is based upon assertions made in the answer filed by 
direction of Mr. King in the suit brought by the Receiver of 
the Marine k to recover on the notes of the Erie held by 
that bank, and which Gen. Spencer claims are damaging to 
his reputation. 


—It is now said that Mr. A. J. Cassatt has decided not to 
accept the receivership of the West Shore road, partly for 
the reason that there does not seem to be an obability that 
the conditions which he laid down as essential to the success- 
ful operation of the road would be complied with, and partly 
because it was understood that his acceptance of the position 
would involve:the severing of his connection with the Penn- 
sylvania Railroad, which step he was unwilling to take. 


—A San Francisco dispatch reports that a number of 
officers of the Southern Pacific Co. will be retired from their 
present positions on July 1 by a general consolidation of 
officers and reduction in expenses, Those named are W. H. 
Porter, General Auditor; Edward M. Railton, Master of 
Transportation; O. C. Wheeler, General e Agent; 

m. Hood, Chief Engineer Central Pacific lines, and 
George E. Gray, Chief Engineer Southern Pacific lines. 


—Mr. W. J. Craig has tendered the court his resignation 
as Receiver of the Toledo, Cincinnati & St. Louis road. In 
his letter of resignation he says: ‘‘ The property has been un- 
able to earn its expenses each month of its existence. . The 
bondholders’ committee decided that both divisions should be 
continued in operation and dictated the manner in which it 
should be done, expressly designating the amount of train 
service, the number of employés and the particular manner 
of peetre tn gr A business with other roads. After several 
months’ trial of such policy it is found absolutely impossible 
to earn the amousit of money necessary to successfully 
operate the property, ‘and, thus handicapped, I am prompted 
to respectfully suggest to the Court that the management of 
the property be placed at the disposal of the bondholders’ 
committee, so that further responsibility for continued losses 
in operating will be theirs alone.” 








TRAFFIC AND EARNINGS. 


Railroad Earnings. 


Earnings of railroad lines for various periods are reported as 
follows : 


Five months to May 31: 
1885 





5. 1884, Inc. or Dec. P.c. 
Balt. & Potomac. $551.585 $475,896 I. $75,689 15.9 

Net earnings. .. 215,790 141,300 I. 74,490 52.7 
Char., Col. & A.. 336,279 319,596 I. 16,683 5.2 
Cin., W. & Bualt.. 727,887 724,289 I. 3,598 0.5 
Col. & Greenville. 286,814 270,706 1. 16.108 59 
Des M. & Ft. D.. 141,959 132,264 IL. 9.095 7.3 
E. Ten., Va.& G. 1,476,655 1,556,468 D. 79,816 4.1 

Net earnings... 438,843 538,896 D. 100,053 19.6 
Fla. Ry. & N. Co. 428,614 444,800 D. 16,186 3.6 
Georgia Pacific . 266,212 220001 I. 46.211 21.0 
Mexican Nati’nal. 676,693 713.698 D. 37,003 5.2 
Nash., C. & St. L. 879,518 983,224 D. 103,706 10.6 

Net earnings... 350,174 409.410 D. 59,236 14.5 
Northern Cent... 2.181.552 2,203,620 D. 22,068 1.0 

Net earnings... 907,124 811,714 L 95,480 11.7 
Pennsylvania..... 17.583,959 19,427,080 D. 1,843,121 9.3 

et earnings 5,610,219 7,029,020 D. 1,418,801 20.3 
Rich. & Dan.. 1,589.279 1,573,283 I. 15,9) 1.0 
Texas & St. L. 285 298,094 I. 71,191 23.9 
Tol., Ann Arbor 

Ss 104,601 84,491 1. 20,110 23.8 
Va. Midland..... 573,165 604,272 D. 31,107 5.2 
Western N.C.... 180,239 161,307 I. 18,932 11.8 
Four months to April 30: 
Cleve., Col., Cin. 

SEE atte iopntas $1,067,151 $1,191,014 D. $123,863 104 
Ohio & Miss..... 1,198,734 1,226,016 D. 27,282 2.2 

Net earnings. . 249.406 86,327 I. 163,079 188.9 

Three months to March 31 : 

Gal., H. & San. 

eee 74,079 $670.624 I. $3,455 0.5 

Net earnings... 280,510 66,863 I. 213,647 319.4 
Louisiana West.. 143.653 130,929 I. 12,724 9.7 

Net earnings... 71,534 51,297 I. 20,237 39.7 
Tex. &N. Orl’ns. 220,573 232.408 D. 11,835 5.1 

Net earnings... 87,458 89,096 D. 1, 1.8 

Month of March: 

Gal., Har. & San 

oe eae $225,918 $185,070 I $40,848 22.1 

Net earnings... 107 ,303 2,041 I 104,362... 
Louisiana West. . 41.932 29,381 I 24,551 76.7 

Net earnings... 27,243 7,749 I 19,494 251.5 
Tex. & N. Orl’ns. 73,542 56,440 I 19,102 34.0 

Net earnings. .. 33,071 16,480 I 16,591 100.6 

Month of a: 

Cleve , Col., Cin. 

Ee $235,850 $294,113 D. $58,263 19.8 
Ohio & Miss.... 288 964 306,476 D. 17,512 5.7 

Net earnings, .. 67,323 43,225 I. 24,098 56.0 

Month of May: 

Balt. & Potomac. $106,098 $108,289 D. $2,191 2.0 

Net earnings... 43,656 32,247 I. 11,409 35.5 
Char., Col. & A.. 46,286 48,241 D. 1,955 4.1 
Cin., W. & Balt.. 118,390 143,809 D. 25,419 17.7 
Col. & Greenville 35,617 36,637 D. 1,020 2.8 
Des M. & Ft. D.. 27,791 24,916 I. 2.875 11.5 
E. Ten., Va. & G. 276,334 295,460 D. 19,126 6.5 

Net earnings... 25,338 99,761 D. 74,423 74.5 
Fla. Ry. & N. Co. 68,955 85,316 D. 16,361 19.2 
Georgia Pacific. . 46,113 47,014 D. 901 1.9 
Mexican National 137,192 150,455 D. 13,263 8.8 
Nash., C. & St. L. 167,495 190,751 D. 23,°566 12.2 

Net earnings. .. 65,996 85,319 D, 19,323 22.7 
Northern Cent... 454,917 477,848 D. 22,931 4.8 

Net earnings. .. 183,470 194,357 D. 10.887 55 
Pennsylvania..... 3,890,469 4,267,173 D. 376,704 9.6 

Net earnings 1,355,295 ,639,494 D. 284,169 17.3 
Rich. & Dan..... 292,077 .329 D. 7,252 1.8 
Texas & St. L 63,297 73,270 D. 973 «13.7 
Tol., Ann Arbor 

[ aes 8,85 9.630 D. 792 4.0 
Va. Midland 124,027 137,363 D. 13,336 9.7 
Western N.C.... 36,437 124 I, 4,313 16.4 

Second week in June : 

Canadian Pacific. $147.000 $129, I. $18,000 13.9 
Chi. & East. Tll.. 28,154 27,074 I. 1,080 4.0 
Chi., Mil. & St. P. 434,000 433,717 I. 283 0.1 
Chi. & Nor’west. 446,000 483,200 D. 37,200 7.8 
Chi., St. P., M. & 

Omaha,........ 700 111,400 D. 8,700 78 
Det., Lan. & No. 21,507 24,026 D. 2.519 10.5 
Illinois Central... 203,800 179, i. 23.965 133 

Towa lines...... ,800 28,892 I. 908 20.4 
Lo Island..... 67,768 67.410 I. 35 0.5 
Louis. & Nas 233,82) 242,365 D. 8,535 3.5 

. & Pitts.... 24.718 26,077 D. 1,359 5.2 
St. L. & San F.. 63,306 82,007 D. 16,701 20.4 


Weekly —— are usually estimated in part, and are 
subject to cor on by later statements. The same remark 
applies to early statements of monthly earnings. 

Coal. 


Coal tonnages for the week ending June 13 are reported as 
follows : 


1885. 1884, . or Dec. . P. c. 
the p peesentesion of a valuable diamond ring, which was given | Anthracite .............. 646,826 852,143 _ 205.317 240 
to as a testimonial by the mee passenger agents w Eastern bituminous..... 163,010 193,565 . 80,555 15.7 
he entertained on their return from the Convention at New | Coke.... 0+. creme» @4160 68,265 D, 18,195 20.9 
Orleans in March, The anthracite trade continues fair, and shipments are con: 
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siderable for the season. Tide-water stocks increased consid- 
erably last month, but are smaller than they werea year 
ago. Prices, however, are reported as not at all satisfac- 


ry. 
Both Clearfield and Cumberland shipments were light for 
the week. Coke tonnages continue to show a heavy de- 
crease. 
The coal tonnage of the Chesapeake & Ohio Railroad for 
the five months to the end of May was : . 


1885. 1884. Increase. P.c, 

WE ona ceca cusses sce) clean 910,965 386,868 124,087 32.1 
CRIBS 5ia skies hs ae 53,366 25,489 27,877 109.3 
Total..................564,33L 412/357 - 151,974 36.9 


The increase this year is in all classes, cannel, block, gas 
and steam coals. 

Cumberland coal shipments for the week ending June 20 
were 49,021 tons. Total to June 20, this year, 1,215,767 
tons; last year, 1,230,910; decrease, 15,143 tons, or 1.2 per 
cent. 


ae that the plaintiffs’ case rests in the proposition that 
the baggage room provided by the defendant was not a suit- 
able place for the storage of trunks, with reference to safety 
from fire, and that the defendant did not provide proper 
means for eae cage Fo pm Such omission is not of itself 
gross negligence for which a liability can be imposed on a 
tvitous bailee to make a loss happening from an acci- 
ntal fire. The defendant, in point of fact, appears to have 
put the plaintiff's trunks in the only place it for the pur- 
pose of keeping trunks, and it was under no obligation to the 
plaintiffs to provide a better place. 


What Constitutes a Passenger. 
In the case of Prince men Railway Co., the Texas Su- 
—_ — —_ - follows: 

e duty of arailway company to transport passengers 
safely, and its coi uent liability for a breach of this duty 
arising from the negligence of its servants, does not result 
alone from the consideration paid for the service, but is im- 
posed by the law even when the service is gratuitous. It is 


oe . é : enough that the nger is lawfully on the cars when in- 

a alg Railroad coal tonnage for the week ending jared, and that he is lawfully or unlawfully on them does not 
a ‘ Coal Coke. Total. 1 necessarily depend upon his having paid his fare. Nor does 

Line of road......... 139,284 53,204 192,488 205,303] the question of whether or not a passenger is lawfully on a 
From other lines... 63,111 "406 «= 63.517 «66,683 | train depend necessarily upon the pape to which the train 
BD, oa 2th ——- ———- -—--—_| is usually devoted. If by the rules of the company passen- 

Bo eee _ 204,395 53,610 258,005 271,986 | gers are forbidden to be carried upon a pactoter train, the 
Year to June 20.... . 5,008,831 1,173,694 6,182,525 6.182,045 presumption is that any one claiming to be a passenger upon 


Decrease for the week, 13,981 tons, or 5.1 per cent.; 
increase for the year, 480 tons. 
Cotton. 


Cotton movement for the week ending June 19 is reported as 
follows, in bales : 


Interior markets: 1885. 1884. Inc. or Dec. P.c. 
Se ha aE ae . 5,209 2, I 2,601 96.4 
| IRR oF 13,027 7,089 I. 5,938 83.6 
BP OND... occcccsterouts 39,943 45,934 D. 5,989 13.0 

Seaports : 

ROCOUPUB. 00. 0. cise tec cesgoes 2,277 4,725 D. 1,848 39.3 
ec CTC REET: 22.261 54.237 I. 30,976 57.4 
Stock, June 19 .. ...... .....% 361,561 261,999 D. 438 0.1 


The total shipments from plantations for the cotton year 
(from Sept. 1) to June 19 are estimated at 5,583,943 bales, 
against 5,616,248 last year, 6,880,623 in 1882-83, and 
5,292,944 in 1881-82. 

Northwestern Traffic Association. 
The Northwestern Traffic Association met in Chicago, June 
18. The principal point under discussion was the rate at 
which business done by the Washburn route should be placed, 
the other roads not being willing to allow the rates made by 
that route. The matter was finally referred to the arbitra- 
tor. 

Another meeting was held in Chicago, June 22, when a 
resolution was passed authorizing the St. Paul committee, in 
connection with the Commissioner, to make such rates for 
the Washburn line as will approximately give it its propor- 
tion in the pool of east-bound tonnage. 


Central Iowa Traffic Association. 
A meeting of the Central Iowa Traffic Association was held 
in Chicago, June 19. Besides some routine business, the onl 
action taken was the settlement of an agreement under whic 
the Rock Island and the Wisconsin, lowa & Nebraska will 
divide equally the competitive local business of the points 
west of Davenport reached by both lines. 


Central Traffic Association. 

The Executive Committee of the Central Traffic Association 
met in Cincinnati, June 19. The session was private, but it 
is stated that it resulted in the amendment of the agreement 
made at Chicago in April sé as to include passenger as well as 
freight business, and the passage of a resolution to advance 
rates to « basis of 20 cents from Chicago to New York. The 
committee was unsuccessful in selecting a Commissioner, and 
finally adjourned until July 2. 

Some objection having been made by the Chicago roads to 
the 20-cent rate, and doubts being raised as to the possibility 
of maintaining it, it has since been decided to fix the rates for 
the present at 15 cents on grain and 20 cents on provisions. 


One Thousand Mile Tickets. 


In order to test a point which has been much disputed. a 
complaint has been filed with the Railroad Commissioners of 
[linois against the Chicago, Burlington & Quincy Co. The 
complaint is to the effect that it has refused to give to tbe 
purchaser of an ordinary 1,000-mile ticket the rebate allowed 
on tickets of this class to commercial travellers. Complainant 
charges that this is in effect an illegal discrimination, inas- 
much as the company makes a special rate for a certain class 
of persons and discriminates against the general public by 
refusing to give the same advantage to others. The Commis- 
sioners will give a hearing on this question shortly. 


Transcontinental Traffic Association. 

At the meeting of this association in Chicago last week, a 
settlement of differences was finally reached by the peers 
of a resolution calling for the adoption of the awards on all 
business carried from Jan. 1 to June 30, and for the division 
of business carried during July, ——_ and September on 
the basis of actual earnings for April, May and June. After 
September a new arrangement is to be made. The associa- 
tion then adjourned to meet this week in Omaha. 


Commissions on Passenger Business. 

At a meeting held in Chicago, June 22, the passenger 
agents of the eastern lines agreed to put into execution at 
once the arrangement in relation to commission and outside 
offices which was adopted last week. Accordingly notice was 
sent to all the branch ticket offices to clese up at once, and 
notice was given to the hotel ticket offices that no further 
commissions will be paid on the sale of east-bound tickets. 


Central Passenger Association. 
The Central Passenger Association met in Chicago last 
week and discussed the question of mger rates and of 
differential fares. In regard to the differential rates nothing 
was done, but it was agreed to raise the rates from St. Louis 
. — points on the basis of existing fares to the sea- 
voard. 








RAILROAD LAW. 


Liability for Destruction of Baggage. 

The case of Clark and others against the Eastern Railroad 
Co., just decided in the Massachusetts Supreme Court, was 
an action to recover damages claimed to have been caused by 
the alleged destruction of the plaintiff's by a fire oc- 
curring in the station of the defendant, at Salem, on the night 
of April 6 and 7, 1882. The Superior Court ruled that there 
was no evidence upon which the jury could find a verdict for 
the plaintiffs, and a verdict was taken for defendant. e 
plaintiffs alleged exceptions which have now been overruled, 
bailee, aml as such wos liable ouly for, gros bagtipeaoe, tnd 

ee, and as such was le ‘or neg! 
no such gross negligence was shown.” The Court says in the 








such a train is an intruder, and without lawful right to be 
there. This presumption may be rebutted by showing that 
while the rules forbid such transportation, yet, with the 
knowledge of the company, and without objection on its part, 
— ers are habitually permitted to take such transporta- 

jion. e company, through its proper officers, having the 
power to make these rules, has the same power, through the 
same Officers, to relax or dispense with them, and the public 
is authorized to consider them dispensed with when not prac- 
tically enforced. The conductor cannot relax regulations 
without the consent of the company. It follows from the rule 
laid down in 49 Tex., 31, that in the absence of restrictive rules, 
and where passengers are sometimes taken upon cars not gener- 
ally devoted to nger service, a person who enters such car 
as a passenger by invitation of the agents in charge, with the 
expectation of paying fare when demanded, is lawfully 
there, and is entitled to all the rights of a regular passenger. 
Regulation forbidding ngers to travel on hand cars is 
not shown in this case, but on the contrary it is shown that 
such cars were sometimes used in that service. In sustaining 
the special demurrer to the petition, the lower court in effect 
held that the railway did not commonly transport passengers 
upon hand cars, and the appellant was injured while being 
transported gratuitously at the invitation of the company’s 
agents upon one of these cars. He could not recover though 
the injury happened through the negligence of the company’s 
employés in charge of the car, and in this action the court 
erred. The decision of the lower court against plaintiff is 
reversed and the case remanded. 








OLD AND NEW ROADS. 


Allegheny Valley.—The Court has directed the Re- 
ceiver to pay the $146,000 interest falling due July 1 on the 
first-mortgage bonds of this company. This interest the 
earnings of the road have always been more than sufficient to 
pay. 

Americus, Preston & Lumpkin.—Track on this 
road is now laid from Americus, Ga., where the road con- 
nects with the Central, westward to the Muckalee River, 10 
miles, and work is progressilig steadily toward Preston, 10 
miles further. Most of the grading is now finished on the 
17 miles from Preston to Lumpkin. The road runs through 
a prosperous farming country now without railroad facilities. 


A ka & Atlantic.—This company has been organized 
to build a railroad from Apopka, Fla., to Mayo Station, on 
the South Florida road. 


Arkansas & Grand Prairie.—This company is organ- 
ized to build a railroad from Stuttgart, Ark., on the Texas 
& St. Louis road, by Arkansas Post to Breene, in Lonoke 
County, where connection will be made with the St. Louis, 
Iron Mountain & Southern. The distance is about 75 miles. 


Atlantic & North Carolina.—The Commissioners of 
Craven County, N. C., have obtained an injunction to pre- 
vent the voting of certain stock at the coming annual meet- 
ing, and also to restrain the stockholders from taking any 
action until the question of voting split stock shall have been 
decided by the court. The question of making the injunc- 
tion permanent was to be heard at Tarboro this week. This 
action, it is thought, may have the effect of postponing the 
annual meeting. 


Baltimore & Ohio.—The engineers who were called in 
consultation by the committee of the Philadelphia City Coun- 
cil have agreed upon a report, which has been accepted by 
the committee, and presented by it to the council. is re- 
port suggests some changes in the two lines proposed by the 
company, which, it is thought, will make these lines more 
acceptable to the public. The engineers examined several 
routes with much care before making their report. 

Officers of the company state that they intend, as soon as 
the necessary authority from the city council is obtained, to 
put a very large force at work on the road and to complete it 
as soon as possible. eae work tobe done on the 

roposed line is on the bridge over the Schuylkill at Gray’s 

‘erry and on the tunnel near that point, which will be 1,743 
ft. long. If there is no delay in obtaining permission the 
company expects that the sed will be completed by the close 
of the present year. The principal passenger station is to be 
iseabed at Twenty-fourth and Chestnut streets, and there will 
be several freight stations at points where they will accomo- 
date different classes of shippers. 


Baltimore & Potomac.—This company makes the fol- 
lowing statement for May and the five months to May 31 - 





——_--May.- —-— —-Five months.-—. 

1885 1884. 1885. 1 " 
Gross earnings......... $106,098 $108.289 $551,585 $475.896 
a 62,413 76,042 335.795 334,596 





Net earnings... ..... $43.6 6 $32,247 $215,790 $141,300 

For the five months the gross earnings increased $75,689, 
or 15.9 per cent., and the expenses $1,199, or 0.3 per cent., 
the result being a gain of #74.490, or 52.7 per cent., in net 
earnings. 

Blue Springs, Orange City & Atlantic.—A contract 
had been let for the construction of this road, which is to run 
from Orange City, Fla., to the coast at Mosquito Inlet. 


Camden, Gloucester & Mt. Ephraim.—The work 
of changing the gauge of this road from narrow to 


uge was done June 21, all pooper wes having previously 
amy! made. A large namber 6 trackmen were distributed 


along the line and the change was completed in a very short 
time. The is now controlled by the Philadelphia & 
Reading. It extends from Camden, N. J., to Mt. br tage 
7 miles, and is operated as a branch of the Philadelphia & 


' Atlantic City. 


Central of New Jersey.—This company began to pay 
on June 20 the interest on the convertible bonds which fell 
due May 1. The interest on the debentures, due May 1, is 
not paid, and the company gives no promise of. its payment; 
but this interest is an absolute obligation, and if not paid is, 
therefore, cumulative, as the debentures are not income 
bonds, on which interest is payable only if earned. 

In the matter of the New Jersey Central Railroad car 
trust, of which about $240,000 is still outstanding, and the 
payments on account of the sinking fund were recently sus- 
pended, it is said that an arrangement has been made where- 
by the interest is continued at the rate of 6 per cent. per 
annum and $20,000 is paid quarterly for the repayment of 
the principal. This will pay the entire amount of certificates 
outstanding in three years. 

It is announced that the Receivers of the Reading Co. have 
arr nged with a banking house to purchase the coupons fall- 
ing due July 1 on the $5,000,000 American Dock & Improve- 
ment Co. bonds The prompt payment of these coupons was 
regarded as very important, asa default might imperil the 
very valuable terminal property of the Central, which is 
covered by this mortgage. The other July interest due on 
bonds of this company is the quarterly payment on the $15,- 
000,000 of consolidated 7s and the half-yearly paymert on 
the $600,000 Newark & New York 7s. Whether these will 
be my or not has not yet been announced, but the probability 
is that there will be at least some delay. 


Chicago, St. Louis & Pittsburgh.—The Receivers 
of the Wabash have filed a bill asking the United States Cir- 
cuit Court for an injunction to prevent the building of the 
Englewood Connecting road, a short line which is intended to 
connect the Chicago, St. Louis & Pittsburgh with the Pitts- 
| burgh, Fort Wayne & Chicago on the outskirts of Chicago. 
| The application for the injunction is based upon the ground 
that the new road will cross the main track of the Wabash. 


Connotton Valley.—At a meeting held in Cleveland, O., 
June 24, the bondholders who have bought the Connotton 
Valley road organized the Cleveland & Canton Railroad Co. 
In the election for directors the Blood party was successful 
by a vote of nearly three to one. 


Covington & Macon —This company has filed articles 
of incorporation in Georgia to builda railroad from Macon 
northward to Covington, on the Georgia Railroad, a distance 
of about 60 miles. 


Delaware & Hudson Canal Co.—The total number 
of engineers and firemen on this company’s lines who have 
been examined for color-blindness is 442, and of these only 
10 failed to pass. Under the agreement made between the 
company and the men, these 10 men will be re-examined. In 
case any of them should fail to pass on the final test, the com- 
pany has promised to retain them in its service, placing them ~ 
in positions where their defective sight will not prove in- 
jurious. The examination of the conductors and brakemen is 
now going on 


Duluth, Ada & Northern Dakota.—This company 
is organized to build a railroad from Duluth, Minn., west- 
ward, by way of Leach Lake and Ada, to the Red River at 
Caledonia, and thence westward into Dakota. 


‘ 


East Tennessee, Virginia & Georgia —This com- 
pany’s statement gives the following figures for May and the 
eleven months of the fiscal year from July 1 to May 31: 











i -~May.- a ——-Eleven months -—— 

1885. 1884. -R5. 1883-84. 

Earnings..... $276,334 $295,460 3,605,995 $3,865,443 
Expenses.... 250,° 195,699 2,312,113 2.254.494 
Net earn... $25,338 . $99,761 $1,295,882 $1,610,959 


This shows for the eleven months a decrease in gross earn- 
ings of $259,458, or 7.2 per cent., with an increase in ex- 
penses of $57,619, or 2.6 per cent., the result being a decrease 
in net earnings of $317,077, or 19.6 per cent. The Receiver 
is expending a considerable amount in needed renewals of 
road. 


Fort Scott & Lincoln.—This company has filed arti- 
cles of incorporation io build a railre from Fort Scott, 
Kan., northward and northwestward to Lincoln, Neb., a dis- 
tance of about 280 miles. 


Gulf, Colorado & Santa Fe.—Ata meeting held in 
Galveston, Tex., June 16, the stockholders of this com- 
pany voted to authorize the issue of second-mortgage bonds 
to an amount not to exceed 48,000 per mile of completed 
road owned by the company. Some time ago an issue of 
second-mortgage bonds to the amount of $12,000 per mile 
was authorized, but none of the bonds have been issued or 
sold, and the present action 1s intended to supersede the for- 
mer one and in effect to limit the issue to $8,000 per mile 
instead of $12,000. 


Housatonic.—The Massachusetts Legislature, at the ses- 
sion just closed, enacted a bill giving the Railroad Commis- 
sioners authority to prescribe maximum rates for freigbt on 
the Housatonic Railroad. As it is special legislation, the only 
enactment of the kind in‘the state, the Boston Advertiser says: 

‘* It will be remembered that last winter complaint was 
made to the Commissioners that the Housatonic made exces- 
sive charges for transporting freight to certain places in 
western Massachusetts, and after a careful investigation the 
Commissioners made a report, March 12, recommending the 
company to make reductions at 5 points. The President of 
the company is the Hon. Wm. H. Barnum, of Connecticut, 
and he promptly notified the Commissioners of his intention 
to comply with their recommendation. This, however, he 
failed to do, and after being reminded of his dereliction he 
renewed the promise, and said he would date back the new 
rates to May 1. But the people of Southern Berkshire became 
impatient of delay and preferred to have redress made cer- 
tain before the General Court should adjourn. Therefore, the 
Railroad Commissioners, although feeling and,expressing con- 
fidence in Mr. Barnum’s good intentions, favored the request 
of the manufacturers for a law. During the pendency of the 
bill, Mr. Barnum reduced the rates and da them back to 
April 1. If his reductions are satisfactory, of course no 
action will be taken under the law. The power to fix rates 
on any railroad has never before been =— to the Commis- 
sioners. The only other instance of enforcing the recommen- 
dation of the board by act of the Legislature was in 1881, 
when this same railroad company was directed to construct 
a station at Stockbridge—a duty recommended by the board 
and neglected by the company. Two or three things about 
this are significant : First, that it is only a management res- 
ident without the state that has ventured to disregard or to 
be tardy in regarding the recommendations of the Railroad 
Commissioners ; second, that the Legislature has ‘such confi- 
dence in the wisdom and justice of their reports that it grants 
without hesitation or opposition extraordinary power of en- 
forcement, without fear that it will be abused: and third, 
that the railroad company in default does not see fit to oppose 
a mandatory act which they have found it necessary to 
favor.” 


Lake Erie & Western.—An official circular addressed 
to the stockholders of this com has the following : 

‘* Judgments have been ob’ against the Lake Erie & 
Western Railway Co, in the United tes Courts for Ohio, 
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Indinana and Dlinois, in favor of holders of floating debt of 
said company, aggregating about $330,000, and creditors’ 
bills have been filed theron praying for the sale of the rail- 
road of the company and its appurtenances for the satisfac- 
tion of said judgments. J. . Cheney, the company’s 
General Manager, has been appointed Receiver upon said 
creditors’ bills (with order to keep separate accounts of the 
earnings of the divisions east and west of Muncie), and an 
order of sale has been issued directing a sale of the entire 
road and property of the company for the payment of the 
judgments thus obtained. For the protection of their inter- 
ests in the property, it is absolutely necessary that the stock- 
holders of the company should take immediate action for the 
relief of its necessities. 

** The floating debt of the company is as follows : 
Fn ong SOE Oe OPE EET COTTE EEE Ce EET EE 
Coupons defaulted May 1, 1885, on first-mortgage bonds 

ot Lafayette, Bloomington & Muncie Division. ........ 
Other debts, including pay-rolls......................025- 


$330,000 


75,000 

220,000 

TERE a LOPES ACE sts Ree see $625,000 

‘* The fixed charges are $278,500 per year. There are also 

about $100,000 due annually on account of principal and in- 

terest of car trusts. 

‘For the year to close with June 30 prox. the earnings 

were (four months estimated) : 


GOI sos sc 555 Ala ade cs ke ds ocaiil.<naaspacaere $1,270,263 
CCU CUO aos Secs rccsccceee sates anceedonces 1,023,542 
I is ci bnbbiee ska’ ured ieeysiadenswcadden $246,721 


‘* The net earnings of the road for the four years ending 
June 30, 1885, average $267,807 per annum. 

‘In view of the situation, the board of directors of the 
company has 

‘** Resolved, That the stockholders be asked to pay an assess- 
ment of 7 oo pegy upon the par value of the stock, payable 
July 15, 1885, at the Mercantile Trust Co., in the city of 
New York, or, after that date, with interest therefrom, with 
an agreement that the money so advanced, and interest at 
the rate of 6 per cent. per annum, shall be repaid before any 
dividends shall be declared or paid upon the stock of the com- 
pany.’ 
‘* With a return and a maintenance of rates and average 
crops in Ohio, Indiana and [llinois, $1,500,000 is a conser- 
vative estimate of the earning capacity of the company’s 
road, and an allowance of 663, per cent. for operating ex- 
peas, which is a aime allowance after the road shall have 
een placed in good physical condition, would leave net earn- 
ings of g500,000 per annum, which would enable the com- 
frees to pay its fixed charges and gradually refund to its 

holders the money advanced under the assessment 

su . It must be remembered that $100,000 of the 
$378,500 fixed charges consists of principal and interest on 
the company’s car trust contracts, which in a few years will 
be paid off and discharged, leaving the fixed charges of the 
company from thenceforward at $278,500.” 


Macon & Dublin.—The preliminary survey of this road 
from Macon, Ga., to Dublin has been completed, and the 
final location awaits the action of the directors on the engi- 
neer’s report. 


S' 
8 


Memphis, Selma & Brunswick.—The United States 
Circuit Court having authorized, on application of the 
creditors, the Receiver to complete this yond between Mem- 
phis and Holly Springs, and the Receiver having reported 
that the road been finished as directed, the court on June 
16 made the following order: 

‘“Inthis cause, on motion of counsel for creditors, it is 
ordered that R. J. Evans, who is hereby appointed for that 
pareer, will proceed to inspect the work on the Memphis, 
Selma & Brunswick Railroad, and report to the court with 
all convenient speed the exact condition of said work and any 
deficiencies therein that may exist, and also report what it 
may lack, if anything, of being completed according to the 
terms of the contract with Dunavant, Kelly & Piper, and 
furnish copy of the report to the Receiver.” 


_ Mexican Central.—The Mexican Financier says: ‘‘ The 
Central road’s management has acted with commendable 
promptness in endeavoring to improve its restaurant service 
on the northern half of its line. The box-car improvisations 
have given way to first-class passenger cars, which will be 
employed until r restaurant buildings are erected. An 
improvement in the fare served has been made, and tourists 
now coming to Mexico will not have to endure the privations 
and disagreeable incidents which have heretofore marked the 
journey. We are glad for the sake of a road otherwise well 
managed that this improvement has been made.” 


Minneapolis, Sault Ste. Marie & Atlantic.—At a 
meeting of the stockholders last week it was resolved to ex- 
tend this road this season to a point 22 miles east from the 
present eastern terminus at Bruce, Wis., and it was resolved 
to raise the necessary amount of money by additional sub- 
scriptions to the stock. It was stated that the earnings of the 
line now in operation have been sufficient to pay all charges. 


Nashville, Chattanooga & St. Louis.—This company 
makes the following statement for May and the eleven months 
of the fiscal year from July 1 to May 31: 




















- May.—— — ——Eleven months.—— 

; 1885. 1884. 1884-85. 1883-84 
MON 6 52i85058: $167.495 $190,751 $2,093,019 $2,210,130 
Expenses .......... 101,499 105,432 1,218,205 1,221 179 
Net earnings.... $65,996 $85,319 $874,814 $988,951 
Interest and taxes............. ....s.0- 626,140 607,815 
SEBide sens Gu srcndssuvcun uscceesen $248,674 $381,136 


For the year there has been a decrease in gross earnings of 
$117,111, or 5.3 per cent.; in net earnings of $114,137, or 
11.5 per cent., and in surplus of $132,462, or 34.8 per cent. 


New York Central & Hudson River.—This com- 
pany has gre notice of the issue of $1,350,000 additional 5 

r cent. debentures, being part of the $10,000,000 author- 
ized. some years ago, of which $6,500,000 are already issued. 
The new bonds are to be used to pay off the Hudson River 
second-mo bonds maturing this month. 

The extension of the Grand Central Depot in New York, on 
which work is now in progress, will, it is expected, be fin- 
ished about the middle of next month, The extension is on 
the east side of the old station, and is 110 by 695 ft., with a 
total height in front of about 90 ft. The general style corre- 
sponds with that of the old building. The front portion or 
main building will contain, on the first floor, a covered way 
for carriages, a lobby and a waiting room for the conven- 
ience of persons looking for friends arriving on the train. On 
the second floor will be a large waiting room, 36 by 90 ft., for 
the use of passengers coming to the depot on the elevated rail- 
roads, who will enter this waiting room from the level of the 
elevated railroad, and will descend to the platform in the 
depot by a staircase inside. The third floor will be used for 
additional offices, and under this building there is also to be 
a cellar, which will be used for storage at baggage and will 
be connected with the receiving platform by elevators. This 

rtion of the building occupies a depth of about 160 ft. The 

, which takes up the remainder of the 695 ft., will 
contain 5 tracks, which be used exclusively for incoming 
trains, leaving the 12 tracks in the old station to be used ex- 





clusively for outward bound trains, and will prevent the 
crowding which is now sometimes necessary. The tracks in 
the train house are long enough to take in a train of 10 pas- 
senger cars at one time. 


New York, Chicago & St. Louis.—The Court has 
made an order directing the Receiver to pay $200,000 yearly 
to the trustees, Messrs. Shethar& McGourkey, of New York, 
as rental for the equipment now in use on the road. 


New York, West Shore & Buffalo.—Holders of about 
$500,000 bonds met in Utica, N. Y., June 24, and voted 
unanimously in favor of the Taylor committee, which pro- 
pomes reorganization for the benefit of the first-mortgage 
yondholders alone. 


Norfolk & Western.—A meeting was held in Roanoke, 
Va., recently, at which officers of this company met by invi- 
tation a number of iron masters and owners of mineral 
lands on the Cripple Creek extension. It will be remembered 
that a large part of this extension bad been graded when 
work was suspended on account of the difficulty of raising 
money. At the meeting it was stated by the officers of the 
company that it will require $200,000 to finish the road to 
Barren Springs, and $270,000 to carry the track to Pierce 
Furnace. A considerable amount of bonds was subscribed 
for it by the parties present at the meeting, and it is expected 
that other subscriptions will be secured. 


Northern Central.—This company’s statement for May 
and the five months to May 31 is as follows : 
-May.-——-— — —-Five months.— 

1885. 1884. 1885. 884. 

Gross earnings... ....$454,917 $477,848 $2.181,552 $2,203,620 
a eee 271,447 283,491 1,274,358 1,591,906 

Net earnings.......$183.470 $194,357 $907,194 $811,714 

For the five months the gross earnings decreased $22,068, 
or 1.0 per cent., while the expenses decreased $117,548, or 
8.4 per cent., leaving a gain of $95,480, or 11.7 per cent., 
in net earnings. 


—, 


Ohio & Mississippi.—This company furnishes the fol- 
lowing figures for the four months of the current year to the 
end of April : 


---Gross earnipgs.— -—-Net earnings.-—— 


1885. 1884. 1885. 1884. 
January.......... $300,300 $302,145 $73,909 $55,122 
February ....... 267,879 231,023 21,728 *12,027 
Seer 341,591 286,376 86,446 7 
BS 2ncee'seo une % 288,964 306,476 67,323 43,225 
Four months .. $1,198,734 $1,226,016 $249,408 $86,327 





* Deficit. 

For the four months the decrease in gross earnings was 
$27,282, or 2.2 per cent., while the increase in net earnings 
was $163,079, or 188.9 per cent. This increase was due en- 
tirely to the reduction in expenses. 


Pennsylvania.—This company’s statement for May, as 
compared with the same month of last year, shows, on all 
lines east of Pittsburgh and Erie, a decrease of $376,704 in 
gross earnings; a decrease of $92,505 in expenses, and a de- 
crease of $284,199 in net earnings. For the five months to 
May 31 the same lines show a decrease of $1,843,121 in gross 
earnings; a decrease of $424,320 in expenses, and a decrease 
of $1,418,801 in net earnings. 

Carrying out these differences, we have the following state- 
ment : 








May ———Five months.———. 
885 1884 





1884. 1885. 5 
Earnings...... $4,267,173 $17.583,959 $19,427,080 
Expenses...... 2,627,679 11,973,740 12,398,v060 








Net earnings $1,355,295 $1,639,494 $5,610,219 $7,029,020 


For the five months of this year all lines west of Pittsburgh 
show a deficiency in meeting all liabilities of $585,260, being 
an increased deficiency of $132,312, as compared with the 
corresponding period of last year. 


Rochester & Pittsburgh.—In Rochester, N. Y., June 
20, Judge Angle, of the Supreme Court, directed a judgment 
of foreclosure and sale, the exceptions to the referee’s report 
relative to the ownership of the bonds, etc., being overruled. 
The court finds the amount due on the bonds in question is 
the sum of $2,051,292, and confirms the; report of the 
referee, as modified and amended, and orders that the prop- 
erty of the defendant corporation be sold to satisfy ved pay 
the amount due upon the bonds, together with interest and 
costs. The Hon. hin M. Davy is appointed referee to make 
sale of the property, such sale to take place at the court- 
house in Rochester on proper notice, and that either party 
to the litigation may bid at such sale. The proceeds of the 
sale are to be applied to the payment of the costs, referee's 
fees and disbursements, and to the payment of a single bill of 
costs to Messrs. Olmsted & Meigs, the contesting stockholders. 
The balance of the proceeds of the sale is to be applied pro 
rata in liquidation of the bonds as found due and outstand- 
ing by the referee, including interest to the time of sale. 
Upon such payment in full or in part, the referee is directed 
to cancel said bonds. He is also authorized to receive such 
bonds in payment for the purchase money. The opposing 
stockholders will probably take an appeal. 

On behalf of some of the stockholders, the Attorney Gen- 
eral of New York has been asked to bring suit against this 
company and certain of the directors for an accounting. 
He has not yet given his decision. 


St. Joseph & Grand Island.—This is the name as- 
sumed by the bondholders who have reorganized the St. 
Joseph & Western Co. The new company will issue $4,600,- 
000 stock, $7,000,000 first and $1,680,000 second-mortgage 
bonds. 


Savannah & Western.—lIt is proposed to build a rail- 
road from Savannah, Ga., to a connection with the East Ten- 
nessee, Virginia & Georgia, either at Lumber City or East- 
man. The road will run, for the most part, through a coun- 
try now without railroad facilities. The distance from Sa- 
vannah to Lumber City is about 100 miles and to Eastman 
about 125, 


Securities on the New York Stock Exchange.— 
The Governing Committee has placed the following securities 
on the lists : 

Baltimore & Ohio, $10,000,000 coupon or registered 5s, 
new issue. 

Cleveland, Columbus, Cincinnati & Indianapolis, $1,- 
000,000 additional general mortgage bonds. 

Fort Worth & Denver City, $680,000 additional stock, 
issued on new road. 

New York Central & Hudson River, $1,350,000 additional 
debenture 5s, 

Ohio & Mississippi, $3,216,000 general mortgage 5s. 


Pittsburgh, monananes & Youghiogheny, $3,000,000 
stock and $2,250,000 first-mortgage 6s. 


Sodus Bay & Southern, $500. first-mortgage 5s. 
Shenandoah Valley.—The committee appointed by the 
bondholders state that it is essential that they should be 
specially represented in the suits now a against the 
company, which have been brought by the trustee, 
foreclose the mortgage. They therefore recommend that 


holders should deposit their bonds with the Fidelity Trust Co. 
in Philadelphia, and should make a deposit of $2 per bond to 
meet necessary legal expenses. 


Southern Pacific.—A San Francisco despatch says 
that, with a view of reducing expenses, this company is 
making a general reduction of its working force. At the 
same time there is to be a reduction in higher offices and 
several of the heads of departments are to he retired. 


South Pennsylvania.—The suit of Mr. Ralph Bagaley 
against W. H. Vanderbilt, the American Construction Co., 
the South Pennsylvania Railroad Co. and others, in which he 
asks that a receiver of the effects of the South Pennsylvania 
Railroad syndicate shall be appointed temporarily, and that 
it shall be enjoined from proceeding further under contracts 
for the construction of the road while the suit is pending and 
the rights of the party in the action are determined, is being 
argued before the Supreme Court in New York this week, on 
the motion for a receivership. 

The points of the complaint are that in oF 1883, Mr. 
pec and 30 others, among whom were William H. and 
William K. Vanderbilt, Andrew Carnegie, Franklin B. 
Gowen, Stephen B. Elkins and James B. Colgate, entered 
into a w: itten contract whereby they subscribed $15,000,000 
for the purpose of acquiring the property of the South Penn- 
sylvania Railroad Co., with a view to completing that road 
from the east bank of the Susquehanna River to the west 
bank of the Youghiogheny River. 

Last December all the members of the syndicate except 
Mr. Bagaley consented to a modification of the agreement so 
that the subscribers were not to receive their share of the 
$20,000,000 of bonds which the railroad company was to is- 
sue until 50 per cent., instead of 20 per cent., of their sub- 
scription had been paid. A contract was made with the 
American Construction Co. to build the road upon a basis of 
$20,000,000 of stock and $20,000,000 of bonds. The syndi- 
cate was to receive $1,000 each of stock and bonds for every 
$1,000 of money advanced to the construction company. Mr. 
Bagaley claims that this contract is in contravention of the 
laws of Pennsylvania, because all of the $40,000,000 re- 
ceived by the construction company in excess of $15,000,000 
isa fictitious increase of stock. He also charges that the 
members of the construction company are members of the 
syndicate and that the construction company has no assets. 


Staten Island Rapid Transit.—This company is now 
offering for sale $400,000 of its 6 per cent. first-mortgage 
bonds, being the balance of a total issue of $1,000, 3 
These bonds are to be used in completing the extension of the 
present Staten Island road from Clifton around the north 
shore of the island to a point opposite Elizabethport, for the 
construction of docks and other facilities, and for the pur- 
chase of equipment and new ferry-boats. The bonds are 
offered at par and interest. 


Texarkana & Northern.—This company has filed 
articles of ae to build a railroad from Texarkana, 
Tex., northward to Red River, a distance of 12 miles. 


Toledo, Ann Arbor & North Michigan.—Work, it 
is said, will soon be begun on the section of this road from 
South Lyons, Mich., to Owosso, connecting two sections of 
the road already completed and in operation. A consider- 
able amount has been subscribed by the towns along the line, 
and the panels of Howell have offered an additional bonus 
provided a change is made so as to carry it through their 
town. 


Toledo, Cincinnati & St. Louis.—The old board of 
directors, or better known as the Boston board, applied to 
the Court of Common Pleas of Toledo, O., last week for a 
judgment of ouster against the persons claiming to have been 
elected directors at the meeting held in Toledo last month. 
The complaint sets forth that the members of the old board 
are the only persons duly elected and qualified as directors 
of the company, and charges that the other parties have been 
usurping and intruding into the offices of the directors of 
the company and are claiming to manage its affairs to the 
detriment of the stockholders and others interested. The 
defendants’ answer to this complaint has not yet been filed. 

Mr. Quigley, chairman of the committee representing 

yart of the bondholders, recently presented a petition to the 
Jnited States Circuit Court asking that Receiver W. J. 
Craig be removed, on the ground that his management was 
not satisfactory. Mr. Craig, who some time ago tendered his 
resignation to the Court, appeared and asked that it be imme- 
diately accepted, and the Court took the matter under consid - 
eration. Mr. Craig states that he desires very much to be re- 
lieved.’ The complaint made against his management is that 
the road does not earn enough, and he says that it is impossi- 
ble for him to increase its business under present conditions. 


Union Pacific.—The statement for this company’s Ore- 
gon Short Line for April and the four months to April 30, 
is as follows : 





———-April.——— ~—-Four months.-— 

1885. 1884. 1885. 1884. 
Earnings... ... ......+. $146,793 $83,712  $455.483 $236,421 
Expenses................ 90235 58.953 352.821 289.251 
Net earnings..... $56,558 $24,759 $102,862 *$52,830 





* Deficit. 


A. dispatch from Washington, June 18, says: ‘* The Court 
of Claims having concluded to make no further contest over 
the computations in the Union Pacific case, the Court to-day 
entered judgment in favor of the government for $1,577,608. 
The sum of $917,000 has already been paid into the treasury 
by the company under the Thurman act, and now stands asa 
partial offset to the judgment. It is also officially stated that 
there is due the company on account of the earnings of various 
branch roads not included in the recent litigation, and on 
various other accounts of minor importance, a considerable 
additional sum, which, with the amount already paid in, will 
leave a balance of probably not more than $100,000 due the 
government upon the judgment of the Court.” 


Wabash, St. Louis & Pacific.—At St. Louis, June 
13, the United States Court granted leave to the United 
States Trust Co., of New York, to begin suit for the fore- 
closure of the first mortaaee on the Omaha Division, formerly 
part of the St. Louis, Kansas City & Northernroad. The 
interest on these bonds has been in default since April 1. 
This foreclosure suit is on the Omaha Division only. 

The Receivers of the Wabash Railway Co. failed to pay 
the past-due interest on the company’s main line bonds. They 
say in a circular that the continued war of rates, together 
with a large falling off in business during February and 
March, and more seriously still in April and May, will ac- 
count for inability to meet the interest on bonds. They say 
that ‘‘ on our appointment to the receivership we found more 
than $2,000,000 of matured and pressing claims which had 
to be paid, and in order to do this the United States Court 
authorized us to issue $2,000,000 of Receivers’ certificates, 
with instructions to sell them at not less than par. We have 
been unable up to the present time to dispose of them for 
cash, save in a limited way; and until we can find a market 
for them, or there is a revival of business, we are compelled 





to | to ask indulgence in the payment of coupons. which matured 


in February, March, April and May.” 














